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VOTICE TO SUBSCRIBERS 

Consequent on further paper rationing, new subscribers 
annot be accepted until further notice. Any applications 
will be put on a waiting list which will be dealt with m 
rotation in replacement of existing subscribers who do not 
renew their subscriptions. 

Annual subscriptions are payable in advance and sub- 
cribers are advised to pay their renewal accounts before 
the expiration of the existing subscription as the dispatch 
f copies will in all cases be stopped on expiration 








DISPATCH OF «THE RAILWAY GAZETTE” 
OVERSEAS 

We would remind our readers that there are many 
overseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
arranging for copies to be delivered to an agent or corre- 
spondent overseas should place the order with us together 
vith the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
as they are stopped under the provisions of Statutory 
Rules & Orders, 1940, No. 629 








TO CALLERS AND TELEPHONERS 
Our office hours until further notice are :-— 
Mondays to Fridays - 9 a.m. till 5 p.m. 
Saturdays - - 9am. till 12.30 p.m. 
The office will be closed on the first Saturday in every 
month until November 2, inclusive 
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First Interim Dividends of War 


ON July 26 all four home railway companies will announce 

the dividends to be paid for the first six months 
of this year. The unification of control brought about by 
the exercise of the powers wielded by the Government 
would seem to have penetrated the boardrooms, for the 
issue of simultaneous dividend announcements is new to 
the railway companies. The financial terms of Govern- 
ment control provide a bottom limit to revenues— 
subject to air raid damage on a scale so vast as to destroy 
interest in most investments—which should remove uncer- 
tainty as to the stocks which are covered. The unknown 
factor would seem to be the degree of caution in distribu- 
tion which the directors think necessary in the face of the 
current and future uncertainties. The City is hoping that 
Great Western ordinary, which a year ago received 
nothing, but was paid 33 per cent. after the close of the 
year, will get at least 13 per cent. The Government- 
guaranteed revenue would give this stock 3-3 per cent. a 
year, subject to war damage to all lines not exceeding 
£10,000,000. L.N.E.R. first preference got its full 4 per 
cent. at the end of the year; it is fully covered and may 
receive its full six months rate. Similarly L.M.S.R. 


1923 preference may receive 2 per cent., against 
nothing a year ago, for the guarantee is equal 
to 1 per cent. on the ordinary stock. Southern 


preferred is likewise covered and, against 1 per cent. last 
July, stockholders are hoping for 2 or even 23 per cent. 
Stock prices have recently recovered a little, but, if the 
hopes of dividends now entertained are fulfilled, the yields 
at present quotations will be generous. 


ok Be + ce 


A New Italian Block Instrument 

The Italian State Railways for some time have been 
engaged on signal standardisation work and have adopted 
a standard electric power frame. This embodies some 
interesting features, especially in the elaborate circuit 
arrangements, in which Italian engineers have gone beyond 
most others, to guard against false operation. The success 
of the Italian hydraulic power signal installations many 
years ago proved that excellent work was to be expected 
when its users turned their attention to electric equipment. 
Standardisation of block apparatus has now been taken 
in hand. For many years the Cardani lock-and-block, 
derived from the English Hodgson block which preceded it 
in Italy, was extensively used, but this possessed features, 
not altogether acceptable now, because of increased traffic 
and speeds on the main lines. As detailed briefly on 
page 63 a new design of instrument has been introduced 
to supersede the Cardani. Like the older type, this is of 
the so-cailed one-wire pattern, although metallic return is 
now invariably used because of the extensive system 
of electrified railways. An interesting feature is a “ line 
clear ’’’ asking handle and the working of signals at inter- 
mediate block posts and small stations by power, controlled 
from the block instrument handles. This has occasionally 
been done before ; on the Cairn Valley Light Railway, for 
example, the signals were worked in this manner when the 
non-token block was introduced there. 


* * * * 


American Rails for Great Britain 


As has been announced in the press and on the radio, 
American rolling mills are to supply 112,000 tons of. steel 
rails to British railways. The contract is for 95 Ib. per, yd. 
bull-head rails of the Revised British Standard Section. 
American works are laid out to produce rails of the curious 
length of 39 ft.—a figure which has been partly determined 
also by the maximum length of rail that can_be carried on 
American rail wagons—and the supply to Britain is to be 
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to this standard. Unless rails are welded into 78-ft.. lengths, 
many additional rail joints will be necessary where 
39-ft. rails are substituted for existing 45 and 60 ft. 
rails, but this will probably be less costly than the heavy 
extra charged by American steelmakers for 60 ft. lengths, not 
to mention the difficulty of transporting the longer rails, 
both to the American coast and overseas. The rails are to 
be to the American high carbon low manganese analysis, 
but will have the benefit of controlled cooling by the tank 
method described in the September 8, 1939, and July 12, 
1940, issues of THE Rattway Gazette. This is not the first 
time that American rails have been used in Great Britain; 
both the Great Eastern and Great Northern Railways in the 
past bought rails from the United States, and it is not with- 
out interest that the section of the L.N.E.R. up main line 
just north of Essendine over which all the highest L.N.E.R. 
speed records have been made is still laid with 36 ft. rails 
rolled at the Carnegie works in Pittsburgh. 
* * * * 


Bombay, Baroda & Central India Railway 

Owing to postal delays the report of this company for 
the year ended March 31, 1940, omits most of the financial 
and statistical details usual in previous reports. The length 
of railways worked remains at 3,509 miles. Gross earnings 
increased by Rs. 36,41,000 and benefited by a _ general 
enhancement of rates and fares which was brought into force 
on March 1 at the suggestion of Government. Similar action 
was taken by other railways. In expenditure there was a 
saving of Rs. 9,81,000 and the operating ratio was brought 
down from 54-13 per cent. to 51-72 per cent., and net earn- 
ings improved accordingly by Rs. 46,22,000. 


1938 39 1939 40 
Rs s 
Gross earnings . 11 ,88,56,000 12,24,97,000 
Expenditure " 6,43,33,000 6,33,52,000 
Netearnings . - 5,45,23,000 5,91,45,000 


From the stockholders’ share of surplus earnings, after 
deducting the interim payment of Rs. 2,00,000 and Indian 
income and super taxes, a remittance of Rs. 6,83,000, pro- 
ducing £51,136, was received in June, 1940. The return to 
stockholders for the year 1939-40 is 6 per cent., less income 
tax, the same rate as has been paid for the last nineteen 
years. 
* * * * 


The Truck Act, 1940 


fhe promised Bill to restrain the flow of legal proceedings 
which might follow the decision in Pratt v. Cook, Son & Co. 
(St. Pauls) (1939) I K.K. 364, has been introduced into 
Parliament and has received the Royal Assent. It affects 
those firms which have agreements with their ‘‘ workers ’’ as 
to their wages, including the provision of meals. Where 
these would be legal had they been framed as a written and 
signed agreement providing for a lawful deduction from 
wages under the Truck Act, the agreement is to be regarded 
as valid. The new Act is also designed to remove doubts 
whether persons employed under contracts of service which 
are technically illegal owing to the Truck Acts are to be 
regarded for other purposes as employed under “‘ contract of 
service.’’ The Act here provides that no proceedings shall 
be taken by a workman to recover wages earned before the 
commencement of the Act which might be held to be due 
owing to the above technical illegality, nor to recover 
penalties under the Truck Act, 1831. In other respects any 
such wages agreement will be regarded as binding. The 
Bill was passed on July 10 and becomes the Truck Act, 
1940. The word ‘“‘ worker’’ is to have the same wide 
meaning as that which it has under the Employer & Work- 
men Act, 1875, S. 10. Proceedings constituted before the 
commencement of the Act are to be discharged and void. 


* * * * 


Scottish Rail Speed 


Among the results of war operating conditions has been 
the restoration to a Scottish main line of historic speed 
memories the distinction of having the fastest start-to-stop 
schedules in Great Britain at the present time. In the 
years just after the Race to Aberdeen of 1895, the Cale- 
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donian Railway laid claim to the blue riband of raily ay 
speed in Great Britain by booking the night sleeper from 
Euston to Aberdeen over the 32-5 miles from Perth 
Forfar in 32 min., at 60-9 m.p.h. from start to stop. 1 
was a schedule without parallel at that period, and 
ously enough nothing quite so fast, either northbound 5 r 
southbound, has ever figured in subsequent Caledonian or 
L.M.S.R. timetables over the same stretch. The nor 
bound run is considerably harder than the southbou: 
owing to the steep climb from Perth to Stanley Juncti 
At present two southbound expresses are scheduled over t 
16-7 miles from Forfar to Coupar Angus in 17 min., +t 
58-9 m.p.h. start to stop, and the up Postal express a 
covers the 32:5 miles from Forfar to Perth in 36 min., 
54-2 m.p.h., both being very fast timings to contempora 
war standards. Indeed, smart running is going on 
over the L.M.S.R. lines in Scotland, despite the difficulti 
of the present time, there being a total of 41 daily ru 
aggregating in length 1,056 miles, scheduled at over 
m.p.h. from start to stop. The locomotive effort so requir 
is increased by the shortness of most of these journeys, at 
this war speed enterprise, described in more detail on p. & 
ct this issue, is commendable. 


( 


* * * * 


Motive Power Overload Capacity 

An advantage commonly claimed for  electrificatio: 
schemes is the high temporary overload capacity of electri: 
locomotives, enabling grades to be taken at speeds approach 
ing those usual on the level, or at least considerably highe: 
than are attained with steam traction. This overload capa 
city is not attained without extra cost of the motor arma 
tures and other electrical equipment. Although a steam loco 
motive could scarcely be built to give a short-time overload 
of twice its normal rating, or twice its normal working 
output, nevertheless it is possible to have a capacity for 
overload which can be used on grades, and which is pro 
vided by a larger boiler and grate, and a running gear which 
will enable high cut-offs to be used at speed. Moreover, the 
firing rate can be increased from the normal 60-85 lb. per 
sq. ft. of grate per hour—or 110-130 lb. in certain countries— 
to 120-130 lb. or 150-200 lb., although at the cost of a major 
drop in boiler efficiency. The time of such an overload 
would be limited in Europe by the strength of the fireman, 
and the frequency of its use by considerations of wear and 
tear and the price of fuel, but if high overloads in any 
proposed electric locomotives can be obtained only at an 
appreciable extra cost, it might be found practicable to 
secure the equivalent—or something near it—with steam. 

* * * * 


Pennsylvania Railroad Equipment 


An equipment programme amounting to $10,000,000 just 
authorised by the directors of the Pennsylvania Railroad 
Company raises to a total of nearly $600,000,000 the amount 
which the company has spent in the last 10 years on addi- 
tions and improvements to its rolling stock and _ other 
passenger facilities and amenities. The greater part of the 
new expenditure will be used in the purchase of 2,570 steel 
freight cars, including many of the latest design for special 
duties. In addition, there are on order two four-cylinder 
express passenger locomotives of a new type, and eight 
luxury passenger coaches for the Chicago—Miami service. 
During the last 10 years over 31,500 freight cars and 332 
locomotives have been put into service on this system. Last 
autumn when there was one of the sharpest industrial revivals 
in American history, the company—always keenly alive to 
the changing needs of traffic and industry—reaped the reward 
of its foresight, for it was able not only to provide a sufficiency 
of rolling stock for its own traffic, but also to assist other 
railways by lending them over 20,000 cars—on some occasions 
as many as 1,900 were on loan at one time. 





* * * * 


Passenger Suspension Lines 

The announcement in the July 5 issue of THE Rattway 
GazETTE that a suspension line is proposed for passenger 
purposes to the summit of Bray Head in Eire raises ques- 
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to why nothing of the sort has ever yet been 

ted in Great Britain. The télépherique has the advan 

ver a rack-and-pinion or cable railway in that no 

; ent way is required, and that the cables can be 

SV from tower to tower across intervening valleys or 

r country where bridging or embanking would be 

ble, and construction is correspondingly cheapened. 

I in these days there seems to be little limit to the 

| of such spans, as witness, for example, the line from 

Pp z to the summit of the Brévent, in the Chamonix 

vhich is carried across a deep valley on to the cliffs 

Brévent in a clear span of 4,400 ft. without inter 

te support. The maximum length of a suspension lin 

ted chiefly by the safe cperating length of the haulage 

joining the two cars together, the weight of the 

ling car helping to haul up the ascending car. Limited 

ng capacity is, of course, the chief disadvantage of the 

evique as compared with a rack-and-pinion railway; 

mountain districts of this country, also, many objec 

would doubtless be raised to any such project on 

tic grounds. Nevertheless, there are not a few moun 

scents in Great Britain where a suspension line, even 

for probable inactivity in wintertime, would have 

( prospects of success, as, for example, from the shores of 

Lomond near Rovardennan to the summit of Ben 

I 1d, or from the neighbourhood of Keswick to the top 
to name but two famous viewpoints 


iddaw, 


Locomotive Boiler Repair Economy 


tur American contemporary, Railway Mechanical Engi 
in its May issue published an interesting article on 
repairs; the author was Mr. E. H. Heidel, a general 
er foreman in a large railway locomotive works. He 
ted that one of the problems confronting the boiler foreman 
decide what type of repairs shall be carried out on the 
ler shells of the older and smaller engines still used in 
nsiderable numbers on, branch lines and secondary divisions. 
hese boilers are from 25 to 30 years old, carry in the neigh- 
uurhood of 200 Ib. per sq. in. pressure, and many of them 
ive been superheated. The pitting and grooving of the shell 
irses of these older boilers is a case in point. The age and 
neral design of the locomotive does not warrant the applica- 
m of a new boiler barrel, or even a single course in many 
ises, but the boiler must be put in proper shape for an 
ndefinite period. An engine built in 1900 as a Vauclain 
mpound was instanced. In some respects the boiler was 
fairly good condition but portions were badly in need of 
epair The entire shell was simply and inexpensively re- 
tored to its proper strength, each course being treated as a 
parate problem and repaired in a different way. Patching 
as resorted to where it could be done satisfactorily and with 
ind new portions built in where any other method ci 
rwas obviously inadequate. Elsewhere it was found that 
iddition of new butt straps sufficed to effect 
sufficient repair. 


good and 


Letters of Fire 

Ours is a people with a peculiar faculty for taking advan 
tage of unusual conditions. Now that so many trains g 
bout with a broad black mourning border around their 
irriage windows, we notice that some have 
taken to scratching their names thereon instead of scribbling 
yn the compartment walls. Thus, if the blind is not fully 
owered after dark, the lettering is visible from the outside 
1e manner as the now familiar stencils on shop 
loors informing us after the blackout that the establishment 
s ‘‘open’”’ or No doubt a skilful performer 
ould even trace the characters in 
intelligible to the observer without, with the result that ever 
ifterwards the fact that Bill Smith or John Jones once rode 
ind laboured for posterity in that very compartment will 
shine forth like a good deed in a naughty, darkened world 
wherever the carriage runs. As a means of achieving immor- 
talitv, the device improves considerably upon the hackneyed 
one of scratching initials on some ancient but immobile 
monument. 


passengers 
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* closed.’’ 
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Road and Rail Transport 


:* time of war, when the national effort is bent with 

singlemindedness on the one great objective of victory, 
many of the controversies which enlivened less urgent times 
have been relegated to the background. There has been a 
widespread appreciation of the fact that only essential 
matters should be permitted to engage the time and attention 
of those whose whole energies should be devoted to the 
achievement of a successful conclusion of the war. It is the 
more strange therefore that in recent weeks there should 
have become discernible a stirring among the dry bones of 
the road-rail controversy. The latest and most important 
manifestation of this appeared in The Times of July 10 
when it was stated that letters which manufacturers of shells 
had addressed to the Ministry of Supply claimed that the 
production of munitions was being hampered and made more 
costly to the nation by the Government’s insistence on trans 
port by rail. The report in The Times was based, appar- 
ently, on a letter received from Rawson’s Garage Limited, 
transport contractor of Edenthorpe. The extracts which 
were printed made a number of general allegations of slower 
delivery by rail than by road and also declared that trans 
port by rail was costing one firm alone an additional £3,500 a 
vear. 

Notwithstanding some lack of precision in the terms of the 
allegation, it can well be understood that at the present time 
the effect on public opinion of suggestions that delays in 
transport by rail are having an adverse effect on the 
national war effort might be extremely damaging to the 
railway companies. It is obviously a matter which requires 
the immediate attention of the Ministries concerned—Supply 
and Transport. Superficially, at least, it is strange that the 
complaints should have been raised by a road haulage con 
tractor rather than directly by one of the industrialists stated 
to be affected. The proper and more usual course would 
surely have been for the affected company to have laid a 
specific complaint with the Ministry of Supply, under whose 
contracts it would be delivering the munitions. That 
Ministry could then have taken steps to have the matte 
investigated and, if satisfied that it was necessary, could 
have made representations to the Minister of Transport undet 
whose control the railways are now operating. Indeed, one 
might go further than this, and ask whether or not the 
Ministry of Supply is satisfied with the speed of transport 
delivery of its goods, for it must be assumed that that is a 
matter which at a time such as this attracts its attention. 
If it is not, why has it been left to an outside agent to 
raise the complaint ? There can be no doubt of the power 
wielded by the Government to enforce its demands on all 
sections of industry. Long before the Government assumed 
its present sweeping powers, its control .of the railways was 
in full being and through the Railway Executive Committee 
acting as agent for the Minister of Transport, it was able to 
issue directions to them. 

In any event, the suggestions of delay in transit are 
obviously matters which should be dealt with in an authori 
tative statement either by the Minister of Supply or the 
Minister of Transport. The railways themselves are in a 
difficult position in this matter in view of the control exer 
cised by the Government. We have previously stressed the 
urgent ‘need for a clear definition of the functions of the 
Railway Executive Committee so far as they relate to the 
Government and the companies, and the allegations which 
are now made in the matter of delay in munitions transport 
are but another instance of how necessary it is that the 
position of the committee should be clarified. The public 
voodwill of the companies is an asset of great value which 
has been built up over a long period of years. It is essential 
that, at a time when the railways are straining every 
effort to fulfil the demands made on them by the war, it 
should not be damaged by lack of public appreciation of 
where lies the fault, if fault there be. In times of peace 
there can be no doubt that an attack such as that which 
has now been made would have been vigorously refuted by 
the companies. Since the Minister of Transport has assumed 
control of the lines he must also shoulder the responsibility 
which the assumption of that power entails, and he should 
take an early opportunity to deal publicly with the sugges 
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tions which are made against the great companies of which 
the direction has passed to him temporarily, but which are 
the property of railway proprietors to whom he is in the 
position of trustee. 


* * *” * 


South African Railways & Harbours 


HE financial year of the South African Railways & 


Harbours ends on March 31, and the full report for the 


twelve months to March 31, 1939, was analysed in THE 
RaiLway GAZETTE of March 8, 1940, at page 328. In addition 
the administration publishes a shorter report for the calendar 
year Some particulars from the report for the calendar 
year ended December 31, 1939, were published in the Overseas 
columns of our June 7 issue. The actual report now received 
for that period does not furnish all such statistical details 
as were customary in previous reports. A new revenue 
record for all services was established in the calendar year 
1939 namely £39,382,405, against an expenditure of 
£38,101,561, leaving a surplus of /1,280,844 From this 
imount has been deducted the deficit of £30,192 brought 
forward from 1938, leaving a net surplus at December 31, 
1939, of £1,250,652 rhe year 1939 was the seventh consecu 
tive year in which a record for railway passenger traffic was 
created Expansion in suburban traffic accounted entirely 
or the increase over 1938 of 6,707,323 passenger journeys 
nd £14,161 in passenger revenue, as main and branch line 
journeys decreased by 456,107 and brought in 
85,186 less revenue High-rated goods traffic by 
310,874 tons, including 223,127 tons increase in general mer 


passenger 
increased 


handise 


traffic in agricultural, dairy, and animal products 


ncreased by 1,281,712 tons: and low-rated tratfics by 514,248 
ton Figures relating to railways are compared in_ the 
ccompanying table 
1938 1939 
Route-miles, including lines leased 13,285 13,285 


Operated mileage, including private lines 13,915 13,915 
Passenger journeys 111,900,972 118,608,295 
Goods and minerals, tons 19,076,540 21,538,413 
Coal traffic, tons 10,158,872 10,115,730 
Operating ratio, per cent 68°45 67-02 
£ £ 
Passenger receipts 5,910,518 5,924,679 
Goods and mineral receipts 20, 182,660 21,108,542 
Coal traffic receipts 3,799,456 3,832,814 
Total earnings 32,422,634 33,514,957 
Working expenses ‘ 22,194,243 22,460,434 
Surplus over expenses, depreciation and interest 3,190,217 3,680,097 


Working of the harbours of the Union and South-West 
\frica resulted in a surplus of earnings over working expendi- 
ture (including depreciation) of £928,842. Revenue from the 
yperation of the steamships of tlhe administration in 1939 was 
£135,455 and expenditure £132,815, giving a surplus of £2,640 
From road motor services the revenue was £759,367, and the 
expenditure thereon was £755,082, leaving a profit of £4,285, 
against a loss of £21,673 in 1938. New urban services pro- 
duced a substantial increase in passenger travel. Revenue 
from airways was £214,689 and airways expenditure, inclusive 
of interest and depreciation charges, amounted to £495,290, 
representing decreases of £3,624 and £24,391, respectively, on 
the figures for 1938. Truck loadings, a reliable trathc baro 
meter, were 5-66 per cent. higher than during 1938 and 
9-98 per cent. higher than during 1937, itself a vear of 
unprecedented activity. Despite the more intensive loading 
carried out during the vear, all demands for truckage were 
satisfactorily met, and the large volume of traffic offering was 
moved without any sign of the congestion and delay so 
prevalent in 1937 and preceding years. 








B.S.S. FoR SCREW THREADS OF WHITWORTH ForRM.—This 
new standard (B.S. 84—1940) is considerably more comprehen- 
sive than the previous specifications. Not only does it include 
tables of limits and tolerances for the B.S.W. and B.S.F. 
series, but also includes the limits and tolerances for the B.S. 
pipe (parallel) thread when used for general engineering 
purposes, and also for threads having any reasonable combina- 
tion of diameter, pitch and length of engagement. Copies 
can be obtained from the British Standards Institution, 28, 
Victoria Street, London, S.W.1, price 5s. 4d. post free. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondent 


Facilities for Travelling Servicemen 
City of Leeds Young Men’s Christian Associatio 
Leeds Central Y.M.C.A., Albion Place, Leed. | 
July 10 
To THE EpItor OF THE RAILWAY GAZETTE 

Sir,—My attention has been called to the paragraph: 
your issue of July 5 dealing with the welfare of travel! 
troops. I feel it right to say that, so far as the work at Li 
City station is concerned, the railway authorities have b 
altogether helpful both in the original negotiations and furt 
negotiations for extended accommodation. 

I must also say that the staff on the station (from the stat 
master downwards) have been most helpful, and have at 
times gone out of their way to call the attention of travell 
troops to the facilities provided, and in other ways h 
shown their interest. | had an opportunity of making 
statement of this kind to The Yorkshire Post following 
discussion in Parliament reported in your issue of July 5. 

Yours faithfully, 
ERNEST LLOYD, 


General S¢ 


“The Railway Gazette” 
University of lowa 
College of Commerce 
lowa City, U.S.A 
June 2 


fo THE Epiror oF THE RAILWAY GAZETTE 


Sir,—I am enclosing payment for the extension of m 
subscription to THE RatLway Gazette for another vea 
Let me repeat in essence the statement I made in renewing 
last vear I find THe Raitway GaAzeTtre of keen interes 
to me, and of great value. In view of difficulties and pressure 
following from war, I think you are to be congratulated upo1 
maintaining your publication upon such a high level Your 
discussions of transportation and the war have been of par 
ticular value to me; these represent about the only authori 
tative and intelligent presentations that come to my desk 

I trust that during the vear to come no special problems 
may trouble you, beyond those already faced. And, needless 
to say, I, as tens of millions of my countrymen, are deeply 
sympathetic with Great Britain in this time of extreme danger 
Just as we are regretful that, because of our own failure to 
see more clearly and to understand, we are so helpless to 
assist when time is of the essence. Increasingly it appears 
that Britain’s tragedy today foreshadows our own on the 
morrow—and the defeat of both could mean but tragedy for 
democracy and the world: a reversion, almost in truth, t 
the ‘* Dark Ages.”’ 

Assuring you of my appreciation and my every good wish 
as they pertain to THE RaILWAy GaZzeTTE, | am, with deepest 
concern with respect to a future that is of mutual concern to us 

Yours very truly, 
S. L. MILLER, 


Professor of Tr wnsportat 


The Surrey Iron Railway 
Essex House, W.C.2 
July 15 
To tHE Epiror oF THE Raitway GAZETTE 

Str,—In relation to the correspondence concerning the 
Surrey Iron Railway, it may be of interest to note the 
following passage in ‘‘ General View of the Agriculture of 
the County of Surrey ’’ by William Stevenson (1772—1829) 
published in 1809 (pages 553-6) :— 

“TRON Rait-ways. The iron rail-way that has lately been 
made between Wandsworth and Mestham [sic] is the first 
instance of the application of this mode of forming roads for 
general use; the other rail-ways in the Kingdom being confined 
to the carriage of goods belonging to individuals, and not open 
in the same manner as canals are. The Surrey railway was 
first projected and begun in 1802 and 1803: the ‘part that runs 
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fr Wandsworth to Croydon was soon completed, and the arch sufficiently high to admit the passage underneath of a 
S of the undertaking induced the proprietors to carry it on waggon loaded with hay etc. from the Downs to Smitham 
t tham. Bottom. In another part of this second division of the rail-way, 


large basin capable of holding more than thirty barges they have been obliged not only to build an arch, but to hollow 
at Wandsworth, for the purpose of forming a junction the ground out below it, in order that they might at the same 
be n the Thames and the rail-way. From this basin, the time keep the level, by not raising the arch too high, and admit 
, with a double line, one for the passage of wagons to a loaded waggon to pass underneath it. 
Cr n, and the other for the return, is carried in such a ‘* The breadth of the road which is occupied by the going and 
as to lie on the ground, where it is naturally level, or returning rail-ways and a_ foot-path, is twentyfour feet: the 
so, and to approach the principal of the numerous manu- rise is one inch to every four bars or ten feet. The distance from 
ies which cover the banks of the Wandle. Short branches Wandsworth to Croydon by the rail-way, is about ten miles: 
g f to some of these different parts of the road between from Croydon to Mestham, about seven miles ose ; 
VW sworth and Croydon. In order that the waggon going in $7 Notwithstanding the advantage of iron rail-ways with regard 
rection may return at any point of the route, there are at to facility and motion, this road does not appear to be much 
listances diagonal rail-ways, and a bar of iron moving 


used, nor is it probable that rail-ways will ever come into 
pivot: by turning this bar the waggon can be moved from _ general use ia 
ne to the other. As it is absolutely necessary that the oe rele cia at el 
ivy should be laid as nearly as possible with very little As to the prophecy it is only fair to Mr. William Stevenson 


ition, it is obvious, that the greatest expense attending it to remember that he was writing 16 years before the opening 

‘rise from forming this where the ground is naturally of the Stockton & Darlington Railway and was speaking only 
As far as Croydon, there was little difficulty or trouble: of railways for horse-drawn transport. 

the second part viz. from Croydon to Mestham, there [ have omitted from the above quotation the account of 

many difficulties to be overcome, and much expense the one horse power test made on the railway on July 24, 





red: several vallies from ten to thirty feet deep lay in . : icati 
: eae : ‘ 305, which is recc -d in so many other publications. 
ay which it was necessary to fill up, and some arches were 1805, which is recounted i ; f . 
thrown across other parts of the road. A little beyond . 
E Yours faithfully, 


Red Lion at Smitham Bottom, they have been obliged to 


valley above twenty feet perpendicular, and to build an KENNETH BROWN 








THE SCRAP HEAP According to page 20 of the News 


Review for July 11, German Forces in 





Make it Hot for Hitler’’ was the battle to a small extent with our mag the Channel Islands ‘“‘ commandeered 

in which inspired the purchase of nificent airmen, sailors, and soldiers; at the post offices, police stations, railway 

ren gun for the Canadian Army by the same time it is necessary in this stations and harbours.”’ The last 

ployees in the Auditor of Agencies respect to retain a sense of proportion. railway in the Channel Islands was the 

ce Canadian Pacific Railway, For instance, it should be borne in undertaking of the Jersey Railways & 

ntreal The goal of $500 has been mind that over 1,000 deaths occur Tramwavs Limited. As long ago as 

ssed and there will be surplus of more daily in this country, that the daily October 18, 1936, a disastrous fire at 

in $100 which will be offered to the pre-war average of killed and injured St. Aubin’s station, where the majority 

vernment for the purchase of ammu- on the road was about 650, and that of the rolling stock was stored during 

tion to be delivered to the Germans if over a period our air raid casualties the winter months, destroved fifteen of 
the customary manner. Of more than amounted to, say, 100,000, the odds the coaches. Thereupon the manage- ; 

(1) contributors, about 12 per cent. throughout the country would be 400 ment decided to close the line entirely 

ere veterans of the last war : to 1 against any one _ individual and the rolling stock, rails, and so forth, 
‘ at m becoming one.—Mr. B. C. Covell in a were sold to George Cohen, Sons & Co. 

letter to ‘‘ The Times.”’ Ltd. in July, 1937, for demolition. 
NGINE DRIVER FOR 44 YEARS: NO 
ACCIDENT 


Mr. James Henry Mony, who has PUT YOUR 
lied at Rothamsted Le ge, Harpenden, WHAT TO SALVAGE 
= WASTEPAPER 


ged 85, was a Great Eastern Railway 
OLD BOLTS - SCREWS 


pels for 44 years, and never Ee f elvege and toon 00 wel IN THE NEAREST 
" again everything that can RECEPTAC LE 


be adapted or converted 
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TEA-DRINKING 










to further use and thus 





We are told to drink less tea, and CIGARETTE CARTONS . RTE WASHERS - NUTS ETC. Wrappers, newspapers, cigarette 
“a . reaquce e e an , 
though there will be doubt, hesita- onan ome OLD BUCKETS cartons (and tins) will then be 






tion and pain ’’ an immense reduction imported raw materials. 


. : used for conversion into new 
is possible without anybody being the 


Rags and old paper can be 
material for National Service 


worse. Seventy years ago and for long made into new paper. Cartons 
before no men in country houses took of all sorts into strawboard 
five oclock tea. Later I heard of a <r AND HELP THE COUNTRY 


PM tase rl eee Mga HORSE SHOES NAILS ETC. 


voung lady who was a regular tea PAPER OF Ak KINDS 
see : : BOTTLES into usable metal. Broken TO REDUCE IMPORTS 






addict, visiting some place in U.S.A., rman ensue’ 

where tea at 4.30 or 5 was unknown and glass, broken bottles (cullet) = am 
being very uncomfortable. In a fort- can be converted to further KS 
night’s time she ceased to miss it. At 


Cambridge the indulgence began to 
creep in between 1874 and 1878 among 


ra 
\ 7 % | 
'f xx | 
f ¢%, 
use either as new glass or a SS 
: ; & CELLOPHANE 
BROKEN GLASS BPTPTS rg 








the undergraduates.— Sir Edward JARS AND POTS a 
at gs $s J 

Lyttelton in a letter to “‘ The Times. — / 

x * * tl 

AIR RAID RISKS ASSAF GR he Pa LMS 

Most civilians would, I think, prefer sen: se ents PICKINGS GRAIN SWEEPINGS SACKING! & RAGS 

to become a casualty than a slave of SAVE PAPER 
Germany, and we older ones have ; Pe , , 
much to comfort us. It is a great Some new posters (and a *' sticker”) issued by the L.M.S.R. in connection 
privilege for us to share the dangers oi with its salvage campaign 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NEW ZEALAND 


Record Revenue 


Railway financial returns for the year 


ended March 31, 1940, show a notable 
increase In net revenue. Gross revenue 
was {10,195,000, the highest figure in 
any year in the history of the railways 
It exceeds that for 1938-1939, the 
previous record total, by £853,000 
Expenditure was £9,009,000, ‘and the 
net revenue of £1,189,000 was £488,000 
greater than in the previous vear 

revenue for the vear 
amounted to £2,119,000, an increase of 
£334,000 over that for the 
twelve months. 


Passenger 


previous 
Factors contributing 
o this substantial increase were heavy 
traffic in connection with the Centennial 
celebrations and the Centennial Exhibi- 
tion in Wellington, restrictions on the 
petrol, and the fact that two 
Easter holiday periods fell in the finan 
cial year just closed Apart from the 
factors mentioned there had 


been a passenger 


use oft 


however 
steady increase in 
traffic in recent vears, particularly in the 
last five, indicating the increasing popu 
larity of rail travel. Passenger revenue 
exceeded that of 1933 by £912,000 
Goods revenue amounted to £6,312,000, 
an increase of £427,000 over that for 
1938-1939 

rhe 10 per cent. increase in the 
general scale of charges operated for 
the full financial vear 1939-1940 and 
for the latter portion (16 weeks) of the 
year 1938-39 his had an important 
bearing on increased revenue from goods 
traffic in 1940, as compared with 1939 
Nevertheless, the volume of business has 
been very well maintained 


New Rolling Stock 

\n extensive construction programme 
has been undertaken by the Railways 
Department at the Addington (Christ 
church) workshops, and during the last 
vear 28 new passenger cars and the 
equivalent of 773 new four-wheel wagons 
built [he following are 
details of this stock: 7 first class 56-ft 
coupé cars and 21 second class main line 
cars of the latest type ; 10 bogie horse- 
boxes, equipped with steam-heating 
apparatus and roller-bearings ; 71 four 


wheel sheep wagons ; 650 “ La 


have been 


class 
12“ Ww 

wagons ; 
class four-wheel venti 


four-wheel high-sided wagons ; 
class four-wheel frozen meat 
and 20 ‘‘ Xa”’ 
lated wagons 

Che Addington workshops also have 
work in hand on 22 cars and vans, and 
the equivalent of 418 four-wheel wagons 
Some of this construction is well on the 
vay to completion; it consists of 18 
second class main line cars, 4 30-ft 
brakevans, 10 “‘ Z aa lass bogie covered 
vagons, 3 four-wheel horseboxes, 295 
sur-wheel sheep wagons, and 100“ Xa 
class four-wheel ventilated wagons 


lhe workshops also completed work 
m two class ‘‘ Ed ”’ electric locomotives 
for use on the Otira Arthur's Pass sec 

m, and assembled and placed in service 


two class ‘‘ T.R.”’ imported shunting 
tractors, besides assembling and placing 
in service the 10 ‘‘ J ’’ class locomotives 
imported for the South Island. 


Improvement Works 

Increased efficiency in railway opera- 
tion will result from a number of big 
improvements now in hand. Work is 
proceeding steadily on the final 32-mile 
section, between Paerata and Ohinewai, 
of the Auckland—Frankton junction 
main trunk doubling. The heaviest work 
on the section is in the Te Kauwhata 
area, due to troublesome swamps. 

Other lines in course of doubling are 
the Levin—-Koputaroa, Morningside 
Mount Albert, and Tawa Flat—Porirua 
lines—all in the North Island—on which 
the earthworks are in hand in each case. 
The St. Leonards—Sawyers Bay doub- 
ling on the Port Chalmers—Dunedin 
line will probably be completed early in 
1942 The 15-ch. double-line tunnel 
has been pierced from end to end and 
about one-forth of it completed. 

Good progress is being made on works 
in connection with deviations and grade 
easements, some of which are in difficult 
country, as, for instance, those on the 
Swanson—Waitakere, Glen Eden-Hen- 
derson, and Scroggy Hill sections, all in 
the Auckland district; Bonny Glen 
furakina and Okoia—Turakina, in the 
Wanganui district; the Palmerston 
North deviation in the Wellington dis- 
trict also on the Picton—Wharanui 
line in Marlborough, and on the Claren- 
don and Bushey sections in Otago. 


Open Line Works to Meet Main 
Trunk Extension Traffic 

Che contractor for the erection of the 
piers and abutments of the new Wairau 
river bridge near Blenheim has com- 
pleted his contract and the Railways 
Department staff is now engaged in 
erecting the superstructure The new 
bridge will be 960 ft. long and the rail- 
level will be 23 ft. above water-level. 
Tenders are now being invited for the 
erection of a steel and concrete bridge 
similar to the Wairau structure) over 
the Opawa river, three-quarters of a 
mile north of Blenheim. This bridge, 
which will consist of thirteen 40-ft. 
plate girder spans will replace the old 
timber bridge 

More rapid progress has been made 
recently in the work of erecting the new 
steel and concrete bridge (2,295 ft. long) 
over the Waiau river near Parnassus. 

Work is nearing completion on the 
629-ft. Rangitikei river bridge in the 
vicinity of Kakariki. 

All the bridges mentioned above, with 
the exception of the Rangitikei, are open 
line works in connection with the com- 
pletion of the South Island main trunk 
line from Parnassus, Canterbury, to 
Wharanui, Marlborough 

Between Picton and Wharanui, neces- 
sary alterations to meet the increased 
traffic which will follow the completion 
of the through trunk line have been 
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made at nearly all stations. Curve 
easements have been carried out for two 


miles between Tuamarina and fra, 
leaving two miles yet to be done nd 
for nearly seven miles new 70-Ib. rails 
have been laid in replacement of t) ose 


of 53-lb. section, and a further e +ht 
miles of track will be laid with ‘he 
heavier type of rails as soon as ‘he 
material is available from overseas \ 
crossing loop south of Blenheim, varius 
works at Tuamarina and Koro ) 
station vards, and a number of br 
replacements have yet to be carried © ut 
on the Picton section. 


INDIA 


New Lines in Jaipur and Gond:! 
A section of new metre-gauge 
way, 29-26 miles in length, betw 
Sikar and Fatehpur Sikar, an extens 
of the Jaipur State Railway syst 
has been passed as fit for passens 
traffic by the Senior Government 

spector and opened to the public 
Similarly, a new 7:34-mile branch 
the Gondal Railway, from Kunka\y 
to Derdi, also of metre gauge, has be: 
inspected, passed, and opened for traft 
The Gondal Railway is one of the sm 
Indian-State-owned lines in Kathiaw: 
and its system serves an area south 


Rajkot. 
PORTUGAL 
Rolling Stock Orders 
According to the press, orders hav 
been placed in the U.S.A. for coi 
siderable quantities of rolling stock f 
the Portuguese railways An earl 
delivery is expected of at least 3 
carriages Transactions are being 
effected through the Portuguese 
American Finance Corporation, and it is 
assumed that credit operations will be 
guaranteed under Decree No. 29,951 
described in THE RatLway GAZETT! 
of December 1, 1939, at page 700 
Requirements for the Portuguese rail 
ways have been met heretofore from 
European sources, but it 1s understood 
that the decision to go to the United 
States for new rolling stock is attribut 
able not only to the war but also to the 
necessity for finding a new market for 
Portugal's colonial produce. 


VENEZUELA 


New Government-Built Line 
\ new line is being constructed by 
the Government between El! Palito, 


on the Puerto Cabello & Valencia 
Railway, to Palma Sola on the Bolivar 
Railway The work is already well 
in hand and it is expected that it will 
be finished by July, 1941 The new 


branch will provide direct communica 
tion between Barquisimeto, the terminus 
of the Bolivar Company's line, and 
Puerto Cabello, Valencia, and Caracas. 
It will also facilitate the shipment of 
bananas, for the cultivation of which 
the land now made accessible is very 
suitable. The new line will be of 
3 tt. 6 in. gauge—the same as that of 
the Puerto Cabello & Valencia Kail- 
way—and its length will be 54 km 
333 miles 
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NEW LOCK-AND-BLOCK INSTRUMENT, ITALIAN STATE RAILWAYS 


An improved lock-and-block signalling instrument capable of working 
in conjunction with the older type of Cardani apparatus but with higher 


guarantees of safety and adaptable to power signal frames and key 


locking units, has_ been 


rg \HE general installation of signalling equipment on the 
railways of Italy was not taken’ in hand until the 
middle of the eighties, although a few large stations 

| frames of English construction in the early seventies, 
stly using the Saxby & Farmer and Vignier locking 
, rocker actuation. The first block apparatus used to 
extent, apart from telegraph message methods, was 

t of Hodgson and was of the one-wire type. This had 
n introduced on the L.B. & S.C.R. in England and 


| also been used in Belgium, India, Brazil, Argentina, 
1 elsewhere. It included the automatic reversal of the 


tion block signal, mechanical locking between block 
trument handle and conflicting point levers, treadle 


ase and other features, all of which were retained in 
ly when a modified form of the Hodgson apparatus was 
duced by Cardani in 1893. The principal difference 
is that the handle of the Cardani instrument, instead 
moving to and fro, as did that of Hodgson’s apparatus, 
is turned through a circle, as in the much later Midland 


introduced on 


the Italian State Railways 


In the 1938 instrument, illustrated in the accompanying 
drawings, the essential principles of Cardani’s apparatus 
have been retained and only one wire and return is 
required. There is no polarised mechanism in it, however, 
and the necessary response to line currents of different 
polarity is obtained by using the standard type of neutral 
relay adopted for certain power-signalling functions in 
recent years and inserting rectifiers at the appropriate 
parts of the local circuits in the instrument. The block 
indicators are no longer actuated directly by the line 
signals, as in the preceding types of apparatus used in 
Italy, but are mechanical flag indicators, giving their 
messages by colours without inscriptions and worked by 
the neutral relay armatures. Interlocked mechanical stick 
relays are operated through rectifiers. Any relay once 
picked up by an impulse retains its armature as long as 
the companion relay remains unoperated; when this is 
done the armature of the second relay is held by the 
adjacent one having been allowed to fall. In this way 
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Hodgson instrument—operated 


'y the momentary currents of The ** 1938” 
varying polarity transmitted 

vhen giving bell _ signals. The indicator for the 
section in advance had, however, three positions, the 
central one following on the actuation by the train of 
the entering section, or locking up, treadle. The instru- 
ment handle could not be turned back from ‘‘ train on 
ine’’ to ‘‘ line cleat but became treadle locked in the 
former position. The instrument could be used for single 
line working by making suitable arrangements. There 


was usually no section lock, the equivalent control coming 


from the signal replacer, and many hydraulic power 
frames, of which there are still large numbers in Italy, 


were arranged to work in with the Cardani 


equipment. 


conjunction 
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lock-and-block instrument. Italian State Railways 

the effect of a line signal remains until another of opposite 
polarity is received, in the usual manner with this kind 
of equipment. The bell signals are produced by any line 


signal. 
The 1938 Modified Block Instrument 
The chief modification in the new instrument is that 
additional indicators, formed by black bars, which 


appear diagonally across the ordinary coloured flags under 
certain conditions, tell the signalman when all necessary 
‘proving ’’ conditions have been fulfilled, before he 
makes a further move with the instrument handles. There 
are also two of the latter instead of one. The handle on 
the right hand side of the instrument is rotated counter- 
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clockwise, as in the Cardani instrument, through a com- 
plete circle when dealing with a train; it has three posi- 
tions, ‘‘ normal,’’ ‘‘ line clear,’’ and “‘ train on line ”’ 
(normale, consenso, bloccato). This handle relates to the 
section in the rear. The handle for the section in advance 
rotates clockwise and is on the left of the instrument case. 
In some cases it has two positions only, namely “ asking 
line clear ’’ (richiesta consenso) and ‘“‘ normal ’’ (normale). 
At intermediate block posts, however, and the smaller 
stations having key locking of points, common in Italy, 
and where power operated signals are often used, this 
handle is used to work the signals; no separate signal 
levers or handles are provided. In that case it has three 
more positions, between the two above mentioned, corre- 
sponding to signals ‘‘ on,’’ stop signal ‘‘ off,’’ and stop 
and distant signals ‘‘ off.’’ By this means signals can be 
put back to danger and cleared again at any time before 
the train signalled on the instrument has actually passed; 
when it has done so, however, and the section signal has 
been disengaged, that signal cannot be cleared again until 
the handle has been put to “‘ normal,’’ where it becomes 
locked, and moved again to the signal clearing position, 
which requires another release and “‘ line clear ’’ from the 
box in advance. 

rhe replacing of the signal and locking up of the instru- 
ment is effected by a short length of track circuit at the 
entrazice to the section. Before this is occupied the “* line 


clear ’’’ indication can be cancelled, which itself will put 
the section signal ‘‘ on ’’ should the signalman not have 


done so. The right hand handle, when at “‘ train on 
line ’’ (bloccato), remains held until the train operates a 
releasing treadle, which may be combined with track 
circuit, and changes a third indicator, in the centre of the 
instrument, from red to green. The block indicators are 
at the top of the case, on the left for the section in 
advance, on the right for the section in rear. Both show 
red normally, with a diagonal black bar across. In the 
case of the rear section indicator the black bar disappears 
directly all proving required before “‘ line clear ’’ is given 
is complete. It is useless attempting to accept a train 
while the black bar is visible. When “ line clear ’’ has 
been given a green disc is seen. In the case of the left 
hand indicator the bar disappears when the “ offering ”’ 
handle, as it may be called, is moved to the “‘ asking line 
clear ’’ position, if all proving is complete. On “ line 
clear ’’ being received—and it cannot be until the handle 
is moved to ask for it—the red indicator changes to white. 
The black bar appears across it when the train enters the 
section and replaces the section signal; the white indicator 
becomes red again when ‘‘ train on line’’ is acknowledged. 

The obiect of the ‘‘ asking line clear’’ handle is to 
meet a disadvantage of the earlier types of one wire 
instrument, in which a momentary false line current can 
set block indicators in an unsought position and release a 
lever wrongly. In this new instrument “ line clear ”’ 
cannot be received unless it is requested and it is held 
to be a sufficient guarantee against false line impulses that 
this handle must be set when the block bell signals are 
given, by means of bell plungers passing through the 
handles, acting in parallel. The process of signalling is 
such that there is no difficulty in installing the new instru- 
ments at a signal box and working them in conjunction 
with the older Cardani instruments at the adjacent boxes. 
This greatly facilitates the gradual introduction of the new 
equipment and avoids the necessity of converting whole 
sections at a time, especially where switching out occurs 
at certain times. 


Constructional Details 
There are seven neutral 90 ohm relays inside the instru- 
ment, four of which form, in two groups, with the recti- 
fiers, the block signalling relays proper; the other three 
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serve for the proving effects on the two handles, wit 
section signal control, and for the treadle release. The: 
are uniform in design, and have detachable terminal fii 
tings. Forced drop action from the handle spindles 
incorporated where necessary. The block indicator screen 
are half fixed and half movable, which enables a larg 
indication to be given with a small stroke on the actuatin 
rod. The main base and case of the instrument are i 
metal and specially arranged to fix easily on the Italia 
State Railways standard power frame. As power signa! 
ling is used at a number of relatively small stations, th 
necessity for fixing ordinary block instruments on pow 
frames arises much more often than in this country, wher 
block working is generally dispensed with at power box: 
and complete track circuiting used. 

Where the key locking system is in use, and the signa] 
ling done entirely from the block instrument handles, th 
arrangement is very compact and includes an illuminate: 
diagram embodied in the body of the lower main framing 
under the instruments and over the key locks, coverin: 
the track circuiting in station limits and the signa! 
repeater indications. Such a combined apparatus cal 
easily be fixed in a station supervisor’s office, as is usua 
at many Continental stations. The external terminals ars 
in the base portion of the instrument, with plug connection 
through to the instrument body proper, which can be 
detached in one unit, enabling a defective instrument to 
be changed in a few moments without interfering with the 
wiring. This principle is being applied throughout all new 
Italian signal designs. All circuits are arranged on the 
double-pole break principle, with short circuit applied 
to de-energised relays at non-operative times. The signal- 
ling handles are removable separately. Their contacts are 
formed on the unit style, with bakelite insulation dividing 
pieces, and the handle shafts pass through the back of the 
instrument case, enabling mechanical connection, when 
necessary, to be made to any key or other locking appa- 
ratus below. Suitable pawls and locating devices prevent 
irregular manipulation of the handles. For single line 
working interlocking is provided so that the ‘‘ asking ’ 
and ‘‘ line clear ’’ handles cannot be operated simultane- 
ously. Time recording tape apparatus can be connected 
to the instrument so that all block signals and movements 
of the handles can be recorded permanently; this is some- 
times now done with the older Cardani system. Much 
more robust in its constructional details than that system, 
the new equipment, worked out by the Signal Department 
of the Italian State Railways in conjunction with the firm 
of Scipione Innocenti of Bologna, has been on trial with 
very satisfactory results at a number of signal boxes for 
the last year or so and is to be gradually extended as 
opportunity serves. The above brief particulars are taken 
from a well illustrated description by Signor C. Laget in 
the Rivista Tecnica delle Ferrovie Italiane for February, 
1940. 








French Nationals 

By an Order dated June 12—the Aliens (French Nationality) 
(Exemption) Order, 1940—French nationals were exempted 
from all wartime restrictions imposed on aliens, qua aliens. 
The effect of this Order was to exempt French nationals from, 
inter alia, the curfew restrictions and from the prohibition 
against the possession, without a police permit, of bicycles 
and motor vehicles. French citizens were also exempted 
from the provisions of the Orders prohibiting aliens from 
entering into, or residing in, areas declared to be aliens 
protected areas, unless they obtained the permission of the 
police. In view of the change in the military situation since 
the Orders were made exempting French citizens from these 
restrictions, it has been decided to revoke these exemptions 
and French citizens in this country are now subject to the 
same restrictions as apply to all other non-enemy aliens 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


fhe Penny Fare 
{ \PERIENCE over many years ‘has shown that it is very 
difficult to increase urban tram and bus fares with the 


ct of securing increased revenue. The basis of most 
n tram and bus fare structures is the ld. fare, and this 
lly covers journeys between well-recognised points. To 


ten stages is a poor expedient, for it increases the diffi 
of collecting the money, and probably fails to raise 
nue to the intended extent as the shorter stages do not 
the needs of passengers. Many travellers desiring to 

a particular point which is no longer a fare stage will 

er walk the difference between the old and new points 
contributing no additional revenue), or be tempted to 
ride The remainder will be penalised by paying an 
ease of 100 per cent., as much of the extra distance that 
2d. fare offers them over the Id. fare is probably useless 
them. Increases in small fares, while leaving the stages 
itfected, are limited by our currency to a minimum of 
er cent. on the Id. fare, as the use of }d. is impracticable 
Incidentally, the odd 4d. has never been popular 
Great Britain, although we remember various provincial 
eriments with jd. and 14d. tram fares before the last war. 
Such considerations were very much to the fore recently 
n the Charges (Railway Control) Consultative Committee 
before it the question of raising fares on the road services 
the London Passenger Transport Board in order to produce 
additional revenue of about £2 million per annum. Fares 
1e board’s road services, other than the coaches, are 
rmally Id. for two stages, 2d. for four stages, 3d. for six 
es, and so on. rather more than half 
mile on Central buses, trams, and trolleybuses, and about 
-fifths of a mile on Country buses. The Id. fare covers 
out 60 per cent. of the passengers carried at ordinary fares, 
about 36 per cent. of receipts. The committee found 

» escape from the increase of the Id. fares, for, if higher fares 


Che stages average 


nly were increased, passengers could avoid the increase by 
king a succession of Id. tickets rhe alternative of shorten- 
ig all stages was considered, but the committee felt this 
ould work unevenly and unfairly, would cause public in 
nvenience and loss of traffic, and would be resented. Having 
cided also that a }d. increase was not feasible, the com- 
ittee considered carefully suggestions to sell blocks of tickets 
t a discount, or to issue, on purchase of a ticket at the in- 
reased price, vouchers for a number of tickets at the old price. 
Neither of these suggestions was considered practicable. A 
proposal to retain the Id. fare for one stage and to increase 
t to 13d. for two stages was also examined. The committee 
ould have recommended this but for the fact that 14 million 
assengers every working day travel one stage only and the 
lecting of their fares is already difficult. If the proposal 
vere adopted, a further million a working day might, by 
valking a short distance, take a one instead of a two stage 
ourney, and even expert conductors could not collect all the 


iares. 

In event, therefore, the committee recommended raising 
the minimum fare from Id. to 1}d.; 14d. fares to 2d.; and 
four-stage 2d. fares to 24d. In regard to workmen’s 
fares, the committee did not accept a proposal that the 
minimum should be increased from 2d to 3d. It thought 
that at the present moment there was not sufficient justifica- 
tion for making an increase greater than from 2d. to 24d., 
and accordingly that figure was adopted. To avoid diversion 
of traffic from the roads to the railways of the board, with 
detriment to the operation of the rail services and to the 
increased revenue from the road services, the committee 
recommended certain consequential increases of 3d. in the 
Id., 1$d., and 2d. fares on the board’s railways. The full 
scale of increases, with the estimate of additional revenue, 


were given at page 17 of our July 5 issue. Most of these 
ricreases came into force on July 3, but the increase of four- 
stage 2d. ordinary fares to 2$d. cannot be made before the 
first week in September at the earliest, because a complete 
new series of tickets has to be printed. To avoid waste of 
paper, London Transport is continuing to issue Id. tickets 
until stocks are exhausted, but the 14d. fare must be paid 


of course. 


Leopoldina Railway and Road Competition 


| i the report of the Leopoldina Railway Company for the 
year 1939 reference is made to door-to-door transporta 


tion Hitherto, in the case of the rail-borne traffic of this 


ompany, terminal collections and delivery charges by 
ommon carriers almost invariably amounted to more than 
the company’s freight for the haul of the traffic over its 
lines Opportunity was taken in the course of the year 


to enter into a long-term agreement with an old-established 
and reputable road transport agency, which will henceforth 
undertake these terminal services of collection and delivery 
of nearly all commodities carried by parcels or goods trains. 


Ihe State Government of Minas has intensified its control 
over road hauliers by means of fiscal contro] points at 
strategic points on the main highways in order to check any 
vasion of Government road transport taxes. The Federal 


Government also appointed last year a special committee to 
whole question of the co-ordina 
his committee 


consider and report on the 
tion of competitive transportation services 
has not yet concluded its task 


Dublin Transport 


ue inhabitants of Dublin have a deserved reputation for 
conservatism and_ have been accurately 
slow to change their wavs, cautious of the 
reluctant to leave the paths which their 
At the same time they can move 
have made up their minds 
change is desirable, and visitors to the capital of 
noticed the rapidity with which modern 
Dear Dirty Dublin ’’ a libel on what is 
now one of the cleanest cities in the British Isles. A similas 
revolution has taken place within the last few years in 
urban transport, and Dublin is now served by a fleet of 382 
diesel-engined buses of which 148 are single deck, and 234 
double deck Most of them were built at the Inchicore 
works of the Dublin United Tramways Co. (1896) Ltd., and 
the first of the new fleet of single-deck vehicles left the 
works in December, 1936. Exactly a year later the works 
began delivery of the double-deck vehicles, which were pro 
duced at the rate of ten a month. In 1937 the company 
was operating petrol-driven buses taken over by independent 
operators, often in unsatisfactory mechanical condition, and 
delays occurred every 134 miles. Today the average delay 
from all causes is only 1 in 24,000 miles, and delays due to 
mechanical reasons have been reduced to 1 in 72,000 miles. 
The growth of traffic is shown by the fact that on Whitsun 
Monday, 1911, the trams carried 276,000 
Whitsun Monday, 1940, the company’s trams and 
carried 403,000. The latter figure is not a record, because, on 
last Christmas Eve, 635,000 passengers were carried. Within 
the past two years pra¢ tically all the Dublin trams have been 
replaced by double-deck buses. The sole surviving tram 
route on the north side of the city is that to Howth. On 
the south side are the Dun Laoghaire and Dalkey trams; the 
Terenure and Dartry lines; and also the old ‘‘ cross-tram ’ 
from Ballsbridge to Kenilworth Square. Doubtless these, 
too, will disappear in time. 


extreme 
described as 
unknown, and 
fathers found satisfactory 
with great swiftness once they 
that a 
Eire must have 
methods rendered 


passengers; on 


buses 








66 THE 


RAILWAY 


GAZETTE July 19, 1940 


Road Transport Section 


Producer-Gas Vehicle Operation 


Continuation from page 896 of the June 28 issue of an article 
based on the experiences of lorry and public service vehicle operators 


By BRIAN REED 


A» indicated in the first instalment of this article, the major 
‘ problems assoc lated with producer-gas vehicle running 
at the present time are gas filtration and fuel rhey are partly 
independent and partly interdependent, and although advances 
are constantly being made, neither has yet been 
completely The fuel problem is a_ triple-barrelled one, 
comprising price difficulties, supplies and distribution, and 


solved 


and in one or other, or all, of its phases, 
first converted 


fuel characteristics 

has been present ever since road vehicles were 
to producer-gas propulsion. 

Fuel Supply 

Since the beginning of the war, some co-ordination between 

fuel supplies and the rate of manutacture of producer-gas 

plants has been essential, for a preponderance of either would 

be most wasteful To within what limits this has been 

it is difficult to say, but the rate of construction has 

been so slow that it is only now, with 2,000 plants 


achieve 
hitherto 
under construction, that the problem is becoming vital 
regrettable event has been the cessation of the production of 
Nottingham low-temperature proved by 
running experience to be one of the best of the fuels available 
within the last nine months Suggestions were made that 
Government assistance might be given in one form or anothe1 
continuance of the supply, but nothing has been 
done \lthough experiments have been conducted with over 
half-a-dozen English and Scottish mineral and wood tuels, the 
elimination of Suncole has left bulk supply at the moment to 
be met only with Progasite (Welsh anthracite), produced by 
the Amalgamated Anthracite Co. Ltd 

With well over 200 plants in actual service in this country 
now, the fuel supply question is not serious, but approximately 
2 000 plants are under construction for conversion jobs, or are 
ready and waiting for installation, and, as more are likely to 
the certainty of an adequate supply of suitable ‘fuel 
important The Government committee which sat 
under the chairmanship of Sir Harold Hartley believed that 
supplies of anthracite and low-temperature 
be made available in quantities large enough for 10,000 
vehicles, but with low-temperature cokes now apparently 
available only in small quantities the position must be reviewed 


One 


Suncolk a coke 


to ensure 


follow 
Is most 


coke fuels could 


again, because it is essential to have arrangements for an 
increasing supply of fuel well forward before the actual demand 
occurs, and at any time under war conditions—and very likely 
under immediate a rapid increase 
in the quantity required is likely Moreover, the wider range 
of anthracite, low-temperature coke, and other fuels which 
can be used, and the more widely-spread the districts of their 
more successful will be the actual operation of 


post-war conditions also 


origin, the 
esseniial services in a real emergency 

Phe strict fuel necessary at the present 
stage of gas bus operation limit the supply of fuel, but in 
a grave emergency some of the suitable fuels now exported 
would have to be diverted to maintaining the country’s road 
transport Assuming that enough fuel is available 
by present methods and plants for 7,000 to 10,000 vehicles, 
any increase above that number would require the 
mercial development of a producer plant able to use a wider 
wetter or more tarry) of fuel, or the carbonisation of 
thought to be unsuitable for use in producer-gas 
vehicles The producer plant is not yet running in 
service which will take tarry or bituminous fuels 

Within the term “ supply "’ comes distribution, and in the 
future, at least—if anything like 10,000 vehicles are to be 
propelled by producer-gas—widely-spread depots will have to 
be set up for refuelling lorries, in much the same way as petrol 
pumps have been located all over the country. Such depots 
must have for sale both of the two main types of fuel in 


specifications 


SCTV1ICeS 
com- 
range 


fuels now 
motor 


quantities of, say, 28 lb. and upwards, and guaranteed to b 
of the right type and quality In p.s.v. operation the fu 
supply to the vehicles will be concentrated at the main depot 
but the storage and handling of solid fuel for a large fleet o1 
producer-gas buses will occasion modifications to the depo 
layout and servicing methods Neither of these question 
should prove too difficult or costly to be solved 
Fuel Price 

No more acrimonious subject has graced producer-gas 
operation since last September than the extraordinary ist 
in the price of fuels Beginning at a price below 50s. a ton 
the quoted price by the end of September for dry anthracit 
was 52s. 6d. a ton in 56-lb. sacks loaded on wagons at the 
colliery, and prices up to 122s. 6d. a ton have since been 
charged for less than wagon loads of both anthracite and low 
temperature coke, and, as Mr. E. R. L. Fitzpayne, Chiet 
Engineer of the Glasgow Corporation Transport Department 
said recently, there has marked profiteering in the 
provision of ‘coal for producer-gas buses. Before the war the 
Coal Utilisation Authority was most insistent on Carrying out 
experiments with the producer-gas vehicle, but since the war 
has shown practically no interest and has done nothing to 
stabilise the cost of fuel at a figure economical to operators 
In April, the Amalgamated Anthracite Co. Ltd. announced 
that a standard price of 90s. a ton all over the country was being 
introduced for dry Progasite, but it was emphasised that this 
applied only to orders for one or more wagon loads. Prices 
ranging from 115s. to 122s. 6d. a ton were then being asked 
in respect of less than wagon loads 

The saving in fuel cost of a producer-gas vehicle must 
balance all the contva items, such as extra cylinder and piston 
wear, other increased maintenance and capital charges, the 
effect of heavier weights, possible reduction of seating capacity, 
increased schedule time, and altered methods of operation and 
We believe that many operators are finding 
that the present prevailing prices of fuels are closely 
approaching the critical point at which it is unlikely 
anv saving in total running charges can be made, but ditferences 
a precise figure being indicated with 
anv degree of certitude If a vehicle is using a fair amount of 
petrol (which it should not), the total running expenses may 
easily be more than that of a petrol vehicle, depending upon 
the relative prices of the two fuels, and this with an inferior 


been 


depot working. 


In experience prevent 


road performance 


Price Restrictions and Decrees 

Up to the moment the Government has not seen fit to set 
any limit to the price of fuels for producer-gas vehicles and 
stop any profiteering which is taking place, but the present 
high price and the fear of further increase is one of the principal 
deterrents to operators—large and small—converting more 
vehicles, and thus the national etfort is being frustrated by 
the consumption of more imported fuel than is necessary. It 
is by no means impossible that in the near future cost of 
operation will have to take a place secondary to that of keeping 
essential services going, and in such a case some Government 
assistance at no cost to the operator will have to be given, 
and a limitation put upon fuel prices. 

Even if one takes the long view, and recognises that producer 
gas vehicles may have come to stay, some restriction of fuel 
price will have to be made, otherwise large operators who feel 
that producer-gas vehicles might work many of their schedules 
may combine to lay down a carbonisation plant to give them 
all the solid fuel they want at a reasonable price. 


Fuel Characteristics 


Although the few makers and users of producer-gas vehicles 
in the two years preceding the war were aware of the great 
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( rence in results obtained from different fuels, it was 
fartley committee which first drew emphatic attention to 
mportance of correct fuel, not only to produce good gas, 
ilso to meet the requirements of operation and mainten- 

This is not to say that inferior fuels cannot be used, 
cularly if really effective filtering arrangements are 
«lied ; indeed, there may come a temporary period when 
ior fuels may have to be used, but it will be at the cost of 
tly increased maintenance and operating troubles and the 
tual ruin of most of the motive power equipment. 
fuel which is highly reactive is necessary in order to form 
| gas quickly, to burn well under different loads, and to 
flexibility in operation so that the plant is responsive 
iediately to changes in load. Both the tar and ash 

tents must be strictly limited, and another important 
or is the grading of the fuel as to size, and the report of 
Hartley committee recommends a range of 3 in. to } in. 
the optimum. Finally, the moisture content has a bearing 
the performance, and although both so-called ‘‘ dry ’’ and 
et’’ fuels (or specially-dried and normal) are available, 
tain filtering layouts cannot be used with wet fuels. The 
ernment design of producer is intended to give satisfactory 
ration with either wet or dry types. 
\ provisional specification for anthracite and low-tempera- 
coke fuels laid down by the Hartley committee is given 
lable I, and from it will be seen the tightness of the require- 
nts relating to tar and ash. The evolution of a producer 
leal with fuels having considerably more tar should not be 
insuperable problem, and if the tar range could be extended 


TABLE I—Hartley Committee’s Fuel Specifications 


Low-Temperature 


Anthracite Cala 


Variable* 


Less than7 per cent. 
Less than 10-oz. per tont 


15 oz. per ton 


ylatile matter 
Potential tar ae do. 


lydrogen (dry ash do. 3-7 per cent. 
free bases) 
Ash ... an ase do. 4percent. .... Less than 5 per cent. 
Moisture Not limitedt Not limitedt 
size ... gis ...| Zin. to ~& in. ... 2 in. to } in. 


* Should be as high as possible provided potential tar limit is not 
xceeded 
+ Provisional figure 
Except for fabric filters 


nly to } or 1 per cent. instead of 15 0z. a ton, and without 
indue trouble in the cleaning out of the producer, the field 

ould be amply enlarged. The specification issued some time 
igo by the Producer Gas Fuels Committee of the Coal & 

arbonisation Industries limited the tar yield to about 11 oz. 

ton. Similarly, if the ash content could be raised from 
t or 5 to 7 or 7} per cent., yet a further widening could be 
nade in the range of suitable fuels. A producer to use 

\igh-ash fuels was illustrated and briefly described on page 343 
f THE RatLway GAZETTE for March 8. 
The proprietary names used for certain producer-gas 
uels do not mean necessarily that all fuel sold under that 

particular name comply with the terms of some rigid specifica- 
tion, and since the demand has been increased there has been 
it times a tendency to get away from the original specially- 
prepared specification. This is of some importance, because 
it means that a fuel which may not be altogether suitable 
may be allied with a name originally representing a very 
specialised fuel. Only the largest operators are in a position 
to insist on a specification covering the seam from which the 
coal is mined, and the ash, tar, and other contents. 

One of the principal advantages of a good dry fuel is that 
the quality of the gas and the possible rate of gas production 
do not seem to vary during a day’s work, whereas with wet 
or unsuitable fuels these two factors may vary enormously. 
and even lead to stalling of the vehicle and inability to complete 
the run through the non-supply of gas, due to unsuitable 
filter design. Some operators have found that anthracite 
fuels vary appreciably in quality. With reasonable fuel the 
clinker should not need drawing out more than once a day, say 
when the bus or lorry is in at night; normally the clinker 


TABLE I!—Fuels Used in Glasgow Tests 





Calori- 


: Vola- | Fixed fic 
Cost | Mois- : 
Ash tile | Car- | Value 
No. Fuel per | ture | “o/ |matter; bon |B.T.U. 
ton A 0 0 
0 o | per 
Ib. 
| | Welsh Anthracite 
Great Mountain ...| £5 2°6 2:7 4-5 | 90-2 | 14,500 
2 | Scottish Anthracite 
Manor Powis coal en 3-9 4-0 4-9 | 87-2 | 14,200 
3 | Scottish Anthracite- 
Polmaise... cnt 3-3 5-2 9-0 | 82-5 | 14,200 
4 | Scottish Anthracite- 
Stepends ... i 2 3-2 5-5 | 12-2 | 79-1 | 14,000 
5 | Low - Temperature— 
Coke—Suncole £6 4-4 3-2 | 11-8 | 80-6 | 13,100 


simply falls through to the bottom, but if there is much of it, 
and much ash, the two together may push the fire above the 
tuyere and gas outlet, so that there is no fire. 


Comparison of Fuel Types 

Interesting comparisons have been obtained between the 
anthracite and low-temperature coke forms of fuel by various 
operators. For example, in a number of the constituent 
companies of the Tilling group, Suncole hitherto has given the 
best results in the producer and in the engine. It has proved 
more reactive than anthracite and there has not been so much 
trouble through the fire spreading and making the whole mass 
of fuel and the container red hot. In most cases there has 
been less cylinder wear and the filters have retained a greater 
proportion of fuel dust, although Suncole appeared to pass more 
dust through the gas outlet than other fuels. Also, Suncole 
seemed less liable to clinker formation, but sometimes a good 
deal of fine ash was dropped. 

The main disadvantage of Suncole was the bulk, which was 
well over twice that of anthracite, and meant that refuelling 
had to be undertaken much more frequently, usually at the 
expense of a reduction in the pay load in the case of a lorry, 
as the fuel sacks had to be carried. In other applications 
with centralised fuel storage, the range of operation between 
visits to the refuelling depot had to be limited to 40 to 60 miles 
instead of 110 to 150 miles when using anthracite. On one 
Bedford lorry operated by the Scottish Motor Traction Co. 
Ltd. the consumption was 1 to 1} 15. of Suncole a mile with 
loads of 2 to 2} tons, but the lorry had to be refuelled every 
40 miles or so. 

Observations made by the Glasgow Corporation Transport 
Department on a variety of fuels showed the analyses and 
differences given in Table II. According to a paper read by 
Mr. E. R. L. Fitzpayne, before the Scottish Road Passenger 
Transport Association, fuels Nos. 1 and 2 were suitable but 
slow to kindle ; No. 3 was not entirely satisfactory ; and No. 4 
was quite unsuitable for use alone. A proportion of No. 3 
or a smaller proportion of No. 4 might be added to fuel 
Nos. 1 and 2 to render them somewhat more reactive. The 
volatile matter in anthracite (limited to 7 per cent. in the 
Hartley committee’s specification) is principally carbon 
monoxide, hydrogen, and a small amount of methane, but with 
increasing volatile matter the tar content rises rapidly. Fuels 
Nos. 1 and 2 in Table II can be regarded as anthracites proper 
and No. 4 as semi-anthracite. 

A series of running tests with anthracite, low-temperature 
coke, charcoal, and peat fuels was made earlier this year by 


TABLE Iiil—Gas Producer Fuels, Bristol Tests 


Name of Fuel Manufacturer or Colliery 


Amalgamated Anthracite Co. Ltd. 

Charcoal Products Ltd., Salisbury. 

South Western Gas & Water Corpora- 
tion. 

4 Peat Charcoal iis ...| Eclipse Peat Co., Ashcott, Somerset. 

5 Smokeless Fuel (L.-T. Coke)| Modern Fuels Limited. 

6 Processed Welsh Coal...) Powell Duffryn. 


| Progasite 
2 Charcoal , 
3 Pitch Coke... 
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TABLE IV—Test Results with Various Types of Producer-Gas Fuels 


Progasite 


A hard anthracite in fairly dust-free condition ; graded 
4 in. to Zin. 

Weight per cu. ft ans ns a . 45 1b 

Leyland Tiger bus ; Leyland 7-litre engine ; Gohin- 


Poulenc producer with hopper capacity of 18-9 cu. ft. 

Test Result.-Fire started easily, and change over to gas 
wads made in3 min. Road test of 95 miles gave good per- 
formance, but not as good as with charcoal. Irregular 
quality of gas. Slight boiling of tuyere cooling water 
when idling. Approx. water consumption during test, 
one gallon 


Weight of fuel used ‘ 242 Ib. 
ash and dust... 34 Ib. 
Clinker Slight trace 


Fuel consumption. 2-54 Ib. a mile 
At end of test the Gohin- Poulenc fabric filter was badly 
choked with dust. 


Mileage per charge based on above con- 


ditiors 290 miles 


Smokeless Coal 


A low-temperature coke, hard and dust free ; graded 
Zin. to IZin 

Weight per cu. fe 25-3 Ib. 

Bristol bus with 6-cyl. J. W. engine of 7-27 litres ; 
Government trailer-mounted producer with H-type 
fileer ; hopper capacity 7-9 cu. ft 


Test Result.--Engine started and changed over to gas 
after approx.5 min. Road test of 17 miles ; performance 
good and equal to Progasite. Constant supply of gas, and 
no loss experienced for first 13 or 14 miles, after which 
gas supply fell off rapidly due to clinker formation over 


tuyere. Vehicle returned to depot on gas 
—— of fuel in hopper 149 Ib. 
reclaimed 63 Ib. 
used 86 Ib 
ash 8 Ib 
clinker 2 Ib. 


Fuel ‘consumption 5-05 Ib. a mile 

Ash content and potential tar of this fuel appeared high, 
making it unsuitable as fuel for dry cross-draught pro- 
ducer 

Mileage pe: 
ditions 


charge based on above con- 
30 miles 


A wood charcoal in dusty condition ; 


Zin 


graded } in. to 


Weight per cu. ft 13 Ib. 

Leyland Tiger bus, power units as under Progasite 
column 

Test Result.—Fire started easily and change over to 


gas made in 2 min. Road test of 95 miles. Gave per- 
formance better than any previous test on anthracite. 


Cool running; tuyere water temperature not taken, 
but was considerably lower than when using anthracite. 
Weight of fuel used 206 Ib. 
ash 17} Ib. 
clinker 64 Ib. 
Fuel consumption 2-17 Ib. a mile 


Two large bird's nest clinker formations were found 
round the tuyere, but they had not impeded the action 
of the tuyeres. Excessive dust found on G-P fabric filter. 

Mileage per charge based on above con- 


ditions 95 miles 


the Bristol Tramways & Carriage Co. 


Major F. J. Chapple, the General Manager, 
lilling group, of which the B.T.C. is 
B.T.C. itself is a user of producer-gas buses in urban, suburban, 


and inter-urban traffic, 
various fuels used in the 
suppliers are shown in Table 


hae 


Ltd... 


and uses mainly anthracite 
Bristol tests and the 
and the 


Processed Welsh Coal, Ist Test 


A carbonised dried steam coal hard and free from dust ; 
graded } in. to Zin. 

Weight per cu. = . 40 Ib. approx. 

Bristol bus ; Gardner i litre engine ; Gohin-Poulenc 
producer with hopper capacity of 18-9 cu. ft. 

Test Result._-Fire started and change over to gas made 
almost immediately. Bus began regular service at 
7.45 a.m. and after 38 miles showed intense overheating 
of producer. Two large clinker formations were found 


round tuyeres, and had caused bad fire spread. Vehicle 
driven back to depot on gas ; total mileage 58. 
— of fuel used ve wr aa. | 
clinker i si ies 34 Ib. 
ash... nee ae 32 Ib. 


Fuel consumption ' 2-59 Ib. a mile 

Arrangements were made for ; a : second test using fuel 
with a lower ash fusing point, so that molten clinker 
would drop below tuyere 


Mileage per deities based on above con- 


ditions 250 miles 


G Coke, Ist Test 


A hard pitch coke, entirely dust-free ; graded 7 in. 
to jin 
Weight per cu. ft. 
Bristol bus with 4-cyl 
trailer-mounted producer ; 


oes a ws aoe. 
5-9 litre engine ; Government 
hopper capacity 7-9 cu. ft. 


Test Result.After lighting fire difficulty was experi- 
enced in changing over to gas. Rate of gasification was 
insufficient at times to maintain full engine speed. On 
road test of 30 miles the performance at times approached 
90 per cent. of the power obtained with Progasite. 


— of fuel in hopper 216 Ib. 
, - reclaimed 125 |b. 
used 91 Ib. 
ash and dust 6 |b. 
clinker . : ‘ 7 oz. 

Fuel ‘consumption 3-03 Ib. a mile 


Reactivity of this fuel was very low, probably due to 
extremely low volatile content, the cellular structure of 
the fuel, and the grading ; most of the coke was 3 in. 

Mileage per — based on above con- 


ditions 55 miles 


Peat Charcoal, Ist Test 


A peat charcoal in fairly dust-free condition ; breaks 
up quickly when handled ; graded } in. to I} in. 
Weight per cu. ft. 7 11-6 Ib. 


Bristol vehicle, engine and producer as under G Coke 
columns. 


Test Result. Engine started and change over to gas 


made almost immediately. Road test of 16 miles. Per- 
formance approx. equal to that on Progasite. Slight 
failure of gas supply after descending hills. Tuyere 
cooling water temperature below that when using 
anthracite. 
— of fuel in hopper 84 Ib. 
reclaimed : icon a 
used are ... 60 1b. 
ash and dust 7 Ib. 
clinker e I Ib. 
Fuel consumption _ - ... 3°95 lb. a mile 
Filter badly clogged up after test; and with this 
fuel it would be essential to clean filters at least once a 
day 
Mileage per saat based on above con- 
ditions ae nan . 16 miles 


lable IV. 


and were 


given in 
mental, 


under the direction 
on behalf of the 


constituent. The 


fuels. The 
names of their 


results obtained are 


producer-gas plants in road vehicles, 
idea of the potentialities and possibilities of fuels and sources 
of supply other than the normal, 
parisons to be made with such fuels as Progasite. 


Processed Welsh Coal, 2nd Test 


As preceding column. 


As preceding column. 
As preceding column. 
Test Result._-Fire started and change over to gas m de 
almost immediately. Began service at 9.45 a.m. th 
good performance, but found to be overheating a -er 
24 miles, and after 48 miles test had to be discontin: +d 


due to intense overheating of producer ; total mile ce 
including a preliminary |12-mile road test: 60 miles 
Weight of fuel used = ; --- 209 Ib. 
ash... es si vee 274 Ib. 
clinker - aes 5 lb. 
Fuel ‘consumption i .. 3°48 Ib. a mile 
Large clinker formation round tuyere caused e 
spread. In view of special preparation of this fuel 


+ @ 


supplier was at a loss to account for large clinker for 
tions. 
Mileage per hemes based on above con- 


ditions 190 miles 
G Coke, 2nd Test 
As preceding column, but graded 7 in. to $ in. 
Weight per cu. ft. 29 Ib. 


As preceding column. 


Test Result 
starting fire. 
slightly below that when using Progasite. 
experienced after descending hills. 


Change over to gas in 4}-min. afte 
Road test of 30 miles gave performance 
Loss of gas 


_— of fuel in hopper 207 Ib. 
. used a nee .. 68 1b. 
ash - ; Gy 5 |b. 
clinker . oe .. Nil 
Fuel consumption 2-27 Ib. a mile 


This test gave improved performance over first test 
with some fuel, when the grading range was greater 
reactivity was still poor. 

Mileage per charge based on above con- 


ditions 75 miles 
Peat Charcoa!, 2nd Test 
As preceding column. 
Weight per cu. ft. 12 Ib. 


As preceding column. 


Test Result.Change over to gas made almost imme- 
diately fire was started. Road test of II miles. Per- 
formance equal to that on Progasite. Constant supply 
of gas, no loss being experienced after descending hills 
Tuyere cooling water temperature below that when using 
anthracite. 


ne of fuel in hopper 90 Ib. 
reclaimed 25 Ib. 
used 65 |b. 
ash and dust . 10 Ib. 
clinker 


oa I Ib. 
Fuel consumption . 5-91 lb. a mile 


Filter badly clogged up ‘after | test. 


Mileage per sti based on above con- 


ditions Il miles 


Most of the tests were admittedly experi- 


taken with fuels not specifically intended for 


but they gave some 


and enabled direct com- 


(To be continued) 








Motor Vehicles in Lithuania 
According to some official statistics just issued by the Elta 
Service, 
motor vehicles in Lithuania during the past few vears are as 


(Lithuanian Telegraphic Agency) 


shown alongside. 


On page 893 of our June 28 issue we recorded that during 
the year 1939 there were 215 motorbuses in service in Lithuania, 
Presumably the balance of the motorbus 


against 208 in 1938. 


the numbers of 


fleet includes spare vehicles 
other than on regular bus services. 


and those available for duties 


Motorcars Motorbuses Motorlorries Motorcycles 
1925-6 424 él 201 
1930 1,002 298 365 804 
1935 1,312 302 322 1,157 
1936 1,354 284 393 1,169 
1937 565 319 364 1,382 
1938 742 333 742 1,589 
1939 2,026 305 730 1,733 
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Road Transport and the War—11 


Brighter traffic lights—Women bus conductors for London Transport 
busmen—Alternative fuels 


instructions for London 


Ministry of Transport announced on July 5. that 
il driving tests are being suspended, except for the 
number of tests required for disabled drivers and tests 
d by a Court, etc. 


Traffic Lights may be Brighter by Day 
Minister of Transport has informed highway authori- 
t that, where masked traffic light signals cannot easily 
en in daylight, they may show either the upper or 
r halié of the signal face, provided that the signal is fully 
‘ed again during the hours of darkness. This was 
yunced on July 2. On the outbreak of war traffic light 
ils were masked except for a cross on the upper half of 
signal face. In strong sunlight, some signals proved 
icult to distinguish, and investigations were made to find 
improved system of lighting which would increase visi 
in daylight and ensure that too much light was not 
wn at night. Owing, however, to differences in the age, 
lition of equipment, and voltages of the 2,000 installa 
is, it has been found impossible to draw up a common 
ification of equipment to meet all cases. It is, there 
left to highway authorities to decide in every case 
ther to show the whole or half of the signal face during 
vlight hours or retain the 3-in. cross throughout both day 
| night. Experiment has shown that in most cases the 
lf moon exposure of the lower or upper half will give a 


sonable degree of improvement, and various — easily 
ljusted fittings are available. This method is obviously 


‘cross now ”’ signals as it would cut the 

tters in half. Expenditure incurred in carrying out modifi 

tions of this kind will rank for grant from the Road Fund 
vided the arrangements have been previously approved by 
Ministry of Transport’s Divisional Road Engineer. 


t suitable for 


Women Bus Conductors in London 


Board announced on 
engaging women as 


[he London Passenger Transport 
July 6 that it had decided to begin 
onductors on Country (green) buses and Green Line coaches. 
Women were invited to apply personally on Monday, July 8, 


or any subsequent day at any of the board’s country gar 


BUS SERVICE 


BUS TIME TABLES 


BUS SERVICES ARE STILL OPERATING 
AND SMALL TIME TABLE HANDBILLS 
TOR PERSONAL USE ARE AVAILABLE 
FREE AT THE COMPANYS OFTICES 


BUSES MAY NOT EXHIBIT ANY 
DESTINATION SIGN AND WILL THERE 
FORE OPERATE WITH SERVICE 
NUMBER ONLY. 


PLEASE REMEMBER YOUR 
SERVICE NUMBER 














1 view in a Somerset village showing one of the steps 
taken by provincial bus operators to avoid assisting 
invaders to identify their location 


War emergency 


Continental road transport 








Left: The new uniform for London Transport women 


bus conductors. Right: A girl receives her“ first lesson” 

ages, of which there are 30; applicants must be aged between 
The wage at first will be £2 14s. a week, 
plus war wage. 


23 and 35 years. 
plus war wage, rising later to £3 4s. a week, 
Many applications were received on the first day. 


London Transport War Emergency Instructions 

General instructions have been given to all Central bus 
staff of the London Passenger Transport Board that vehicles 
should continue in service unless there is an air raid in the 
immediate vicinity, in which case vehicles should stop near 
to the kerb and turn into side streets when possible. They 
must not be left unattended on gradients, but must be 
driven on to level ground before being stopped. It has been 
emphasised that great care must be taken to leave ample 
road space to allow the easy passage of fire engines, ambu 
lances, etc., particularly at or near road junctions, and every 
effort made to avoid the bunching of vehicles. The instruc 
tion concludes : Take notice of any warnings, but accept 
instructions only from the board’s uniformed officials or 
someone you know to be in authority. There is no authority 
for anyone else to take charge of your vehicles.’’ From 
the outbreak of war, until now, the instruction has been 
that drivers were to take their vehicles up to the nearest 
public air raid shelter, immediately a warning was given, and 
leave the passengers there until the ‘‘ all clear.’’ 


Thinner London Tickets 

Thinner tickets for buses, trams, trolleybuses, and Green 
Line coaches are among the plans for saving paper adopted 
by London Transport. In a year 4509-480 tons of paper 
pulp will be saved by the use of the thinner paper. It will 
be necessary to examine 16,000 punches and adjust them, 
where necessary, to ensure that they punch the new tickets 
correctly. In addition, 55 tons of pulp a year will be saved 
by employing paper with a machine finish instead of a water 
finish. On 13d. and 2d. tram and trolleybus tickets fare 
stages will be indicated by numbers instead of by name, thus 
reducing the size of the ticket by 16 per cent., equal to 
70 tons of pulp a year. Successful measures have been 
taken to increase the collection of waste paper. In the six 
months before the war 205 tons were collected; in the first 
six months of the war the amount was 264 tons. Passengers 
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have responded to the appeal to place their used tickets in 
the boxes provided on road vehicles. The tickets collected in 
April weighed 3 tons 14 cwt.; in May, 6} tons; and in June, 
73 tons. 


Immobilisation of Private Motor Vehicles 

In view of the misapprehensions which appear to exist as 
to the application of directions issued by certain Regional 
Commissioners involving the compulsory immobilisation of 
private motor vehicles (with certain exceptions) after mid- 
night, it should be noted that this immobilisation is required 
only in certain districts. In these the directions have been 
promulgated locally. 


Producer Gas Vehicles and the Mersey Tunnel 
We understand that the Town Clerk of Liverpool has 
received an intimation from the Ministry of Transport that 
there is no objection to the passage through the Mersey 
tunnel of motor vehicles running on producer gas. 


New Eastern Region Fuel Office 

From July 6, the two divisional petroleum offices at Cam- 
bridge and Chelmsford, serving the Region of the Eastern 
Commissioner, were combined in a new office at ‘‘ Dalberg,”’ 
Chaucer Road, Cambridge. The areas served include the 
Counties of Norfolk, Suffolk, Cambridge, Bedford, and 
Huntingdon, and also those parts of Essex and Hertford 
outside the Metropolitan Police Area. 


Producer-Gas Trial 
A Dennis 45-cwt. van equipped with a_ trailer-mounted 
producer-gas plant of the Government Committee’s design 
recently made a 2,000-mile trip through England and 
Scotland, including the ascent of such well-known hills as 
Shap, Sanquhar, and Beattock. Progasite was the fuel used. 


New Producer-Gas Applications 


Among producer-gas vehicles brought into commission 
within recent weeks are a_ long-distance 32-seat A.E.C. 
coach with a trailer-mounted plant built by Enness G 





Producers Limited; a Leyland Badger maximum-load four 
wheel lorry, believed to be the first road vehicle in regular 
service to incorporate producer-gas propulsion in conjunction 
with the use of diesel fuel oil for ignition and supplementary 
power (Dupuy producer); and a Bedford van with Bellay gas 
producer which embodies a device to reduce the time lag 
between the end of a coasting or idling period and the 
production of high-quality gas. 


Creosote as Fuel 


Rochdale Corporation is now running 30 p.s.v. on a fuel 
mixture comprising 73 per cent. of oil fuel and 27 per cent. 
of creosote, and as a result of the help thus given to the 
normal-fuel vehicles the townspeople have a_ bus service 
making 88 per cent. of the pre-war mileage. At first a 
mixture of 50 per cent. of ordinary fuel and 50 per cent. of 
was used for one bus, and with some success; then 
more than 100 buses were fed with a mixture of 95 per cent. 
of ordinary fuel and 5 per cent. of creosote, which brought 
many autovac and fuel pump troubles. By changing to a 
70-30 mixture the precipitates caused by tar acids were 
avoided, and by washing the creosote with a caustic solu- 
tion most of the tar acids were removed. Maintenance costs 
are little more than with ordinary fuels, provided the quality 
of the creosote is kept constant. 


creosote 


Military Road Motors in France 

The rapidity of developments in what has come to be 
called the Battle of France resulted, among other things, 
in the widespread dispersal of the large fleets of road motors 
that had been assembled at various points on French soil, 
and it may never be possible to ascertain the fate of 
enormous numbers of vehicles. Many of those cut off in 
the Dunkerque area from the main French Army were 


destroyed in battle, and most of the remainder seem to have 
been disabled by the retiring British Forces, so that the net 
gain to Germany in motor equipment was probably v ry 
small. When the French authorities capitulated, and sou it 
an armistice from Germany, large numbers of British road 
motors were re-embarked to England, and it has since b 
announced officially that many hundreds of these h 
since been repaired and are at work again with various Ho 
Commands. The repair scheme organised by the Ministry of 
Supply also had the effect of preventing vehicles from falling 
into the hands of the Germans, for, instead of being dum} 
behind the lines in France, as in the last war, all but t 
hopelessly damaged vehicles were brought back to Englai 
Motor garages in various parts of the country were giv 
the repair work, and inspectors from the Ministry of Sup 
consulted the firms as to the work to be done, and the cost 
Much of the French equipment was destroyed, and it see 
impossible to form any reliable estimate of the ultimate ga 
to Germany. Last November the French Government 
ordered 1,500 small lorries from the White Motor Comp1 
of Cleveland, Ohio, at a cost of $3,000,000, and these we1 
delivered in March. Immediately afterwards, the Fren 
Government placed in Paris a large order for heavy-dut 
lorries, also with the White Motor Company. Productio 
began early in April and delivery was to be completed b 
June 1, but the fate of the shipment is not known. Th 
order, estimated at more than $1,250,000, was for 145 six 
wheel White lorries each weighing more than 25 tons 
equipped with 18,000-litre tanks for petrol transport servic« 
This new tanker fleet would thus have had a total capacity 
of 2,610,000 litres of petrol. Each unit had two driving 
axles, five speed transmissions, and a total of ten wheels 
equipped with tyres of the largest standard lorry size 
Despite their great size and weight, these vehicles were built 
to work long distances under extremely adverse road 
conditions. 


Continental Road Transport and Fuel 


Just before the Blitzkrieg began, the French Government 
issued a decree to the effect that after January 1, 1941, no 
new vehicle intended for refuse collection or street cleansing 
could be put on sale unless it was equipped to use home- 
produced fuel. From the date of the decree, p.s.v. in urban 
and suburban traffic and operated on a home-produced fuel 
were to have a complete tax rebate until July 1, 1941, and 
thereafter be subject to only 50 per cent. of the standard 
tax. Vehicles using home-produced fuels were no longer to 
be liable to requisition for military service. 

It is reported from Zurich that the German authorities 
have taken over all petrol stocks in the occupied part of 
France. It seems that, under the German occupation, the 
services of the Paris buses have not been resumed, and it is 
stated that the use of petrol-driven vehicles is forbidden. In 
view of petrol shortage in unoccupied France, the French 
Government has imposed severe restrictions on motorbus 
traffic, and all private motorcar traffic has been forbidden. 

A message of July 1 said that several motorcoach services 
around Grenoble and St. Etienne had been resumed, but 
that the difficulty in obtaining petrol might handicap a 
general resumption of motorbus and motorcoach traffic. 

As long ago as June 19, it was stated that trams in Belgian 
towns had ceased to run, and that practically all motorbus 
services had been suspended. 

In a message of July 2, the Germans were reported t 
have commandeered for their own use all petrol and oil i 
Holland, bringing road transport to a standstill. 

On June 1, it was stated that most of the buses in Buda- 
pest had been withdrawn and the sale of petrol severely 
restricted. 

According to Automobiltechnische Zeitschrift, there are 
some 50,000 liquid-gas-driven motor vehicles at present 
operating in Germany, including many of the Berlin buses. 

The German authorities are reported to have begun to 
build roads between east and west Norway, so as to bring 
tanks and heavy war material to the west coast. These 
roads are stated to be about 25 ft. wide, and more than 
1,000 men are said to be at work on the road between Bergen 
and Eide. 
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LAKE WASHINGTON 


FLOATING BRIDGE 


This bridge includes a 6,561-ft. portion composed of continuous reinforced- 


concrete pontoons carrying four lanes 


of water over 100-ft. of sofi mud 


p ETWEEN the City of Seattle in Washington State, 
B U.S.A., and Snoqualmie pass in the Cascade range 
behind it, the 20-mile long Lake Washington inter- 
venes. To avoid a nine-mile detour round the lake the 
W>oshington State Tollbridge Authority decided to carry 
w express highway directly across the centre of the 
via Mercer island. This decision will eliminate 65 per 


SURFACE 


Sketch showing section of one pontoon and manner in which a single pair of cables is 
attached to the middle of each pontoon and to heavy anchors in the mud on each side 


cent. of the curvature and 50 per cent. of the rise and 
fall. 

The width of the lake is 7,800 ft., its depth varies from 
150-200 ft. and its bed consists of another 100 ft. of soft 
mud, so that a bridge with any form of piers was out of 
the question. As there is no current or tide, and only a 
seasonal variation in water level of 3 ft., and as no ice 
of any consequence forms on the lake, the fresh water of 
which does not cause concrete to deteriorate, it was 
decided to bridge the major portion of the lake by means 
of a continuous series of great r.c. pontoons, each weigh- 
ing 4,558 tons normally floating with about 7 ft. under 
water. At each end there are also a low steel truss span, a 
heavy steel transition span, and on the Mercer island side a 
novel floating gate or draw span, 378 ft. in length, 
permitting of a clear waterway of 200 ft. for the passage 
of lake traffic. Beyond Mercer island is a 2,000 ft, con- 
crete viaduct and several more truss spans. 


Details of the Pontoons 

The pontoon section of the bridge is made up of 10 
standard and 12 specially shaped pontoons, the latter used 
in connection with the transition spans at the ends of the 
bridge. The standard pontoons are each 350 ft. in length, 
59 ft. wide—sufficient to carry four lanes of traffic—and 
14 ft. 6 in. deep. They are composed of dense concrete 
and nearly 350 tons of closely-spaced 3-in. reinforcing 








of traffic, as there is a 200-ft. depth 
bed prohibiting the use of piers 


bars, arranged in all walls, bottom and top slabs, and side 
parapets. The outer walls, bottom slab, and roadway slab 
are 8 in. thick, and the system of inside compartments 
and end walls are 6 in. thick, there are 96 cells in each 
pontoon, each occupying a space of some 14 cu. ft. Two 
strips of four cells across form a watertight compartment, 
of which there are 12 in each pontoon; if three are dam- 
aged and flooded the other nine 
will sustain the traffic. The 
roadway slab carries a 45-ft. 
roadway, two 4-ft. sidewalks 
and two 3-ft. parapet rail- 
ings. Thirty motorcars on one 
pontoon cause it to sink only 
1 in., and the design allows 
for a load of four lines of 20-ton 
lorries and a 90 m.p.h. gale 
with safety; the sinkage would 
be only 22 in. if such an ex- 
treme loading ever occurred. 
The 10-ft. normal freeboard of 
the parapets allows for waves 
up to 6 ft. 
Anchorage 

Through the middle of each 
pontoon runs transversely a 
cable channel equipped with 
racking mechanism for control- 
ling two 23-in. steel cables, one 
on each side, which run out at 
a flat angle to wing-type con- 
anchors 26 ft. wide and 
14 ft. deep, sunk by means of 
water jets in the soft mud of the 
lake bed. Hydraulic jacks are used to rack the cable 
ends, so as to take up slack or realign pontoons, and these 
anchor cables exert a great steadying influence upon them. 


“rate 
cree 


Means by which the Pontoons are Joined 

Each pontoon is connected with the next by 54 3-in. 
bolts arranged round the top, bottom, and sides of the 
face of the end wall. These boits run through steel tubes 
embedded in the wall, and are secured with double lock 
nuts; a soft rubber ring arranged round the outside ring 
of bolts is squeezed to form a water-tight joint when the 
two pontoons are bolted up. The space between the 
adjacent end walls—about 1 in.—around the rubber ring is 
grouted with cement and sand. As a further resistance to 
shear, two 3 ft. x 3 ft. concrete projections on one of 
the end walls project 12 in. into corresponding recesses 
in the adjacent one, thus forming keys to increase rigidity. 
The whole floating section is, therefore, one continuous 
concrete monolith, such that any two pontoons are cap- 
able of sustaining a completely flooded third one between 
them in case of necessity. Obviously, there must be con- 
siderable bend or ‘‘ give’”’ in this concrete monolith 1-2 
miles in length. 

A great advantage in this type of pontoon is that it 
requires no painting and very little maintenance of any 
kind. In each there are 12 man-holes, by means of which 
its interior is inspected monthly and any seepage is bailed 
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out with a portable pump. It is, how- 
ever, estimated that only 100 gallons of 
water are likely to seep into the whole 
bridge ina year. Being completely under 
fresh water, there will be little corrosion 
in the anchor cables, and the bolts and 
tubes are protected from water by the 
cement grouting even if the rubber ring 
fails or perishes. 


Bridge Portion of Highway Described 
The new highway starts at Rainier 
Avenue in Seattle, and runs through twin 
two-lane self-ventilating tunnels under 
Mt. Baker ridge, a distance of 1,400 ft. 
It is then carried down to the lake on Pontoon end, showing shear blocks and holes for bolting (with three-inch bolis) 
simple truss spans and one 215-ft. arch to the next unit. Cement grout and rubber ring around bolts provide a seal 


to the first transition span, which link 
the rigid with the floating portion of th 
bridge and takes up vertical an 
lateral movement in the latter du 
to changes in water level, loading 
or wave action. Then follow the first 15 
pontoons, stretching to the draw span 
1,500 ft. short of Mercer Island. Th« 
draw span is_ moved longitudinally 
between the arms of a U-shaped arrange 
ment of pontoons when opened for lake 
traffic to pass; two 75-h.p. geared motors 
work the draw cables. Beyond the draw 
and U pontoon sections is the second 
transition span, another arch span, and 
approach spans. On Mercer Island there 
will be an eight-lane tollgate, where 
25 cents (1s.) will be charged for every 
motorcar, plus 5 c. a passenger. 

Sketch of draw span through which large ships will pass. The pontoon We are indebted to the Scientific 

between the guard “wings” will be pulled back into the *‘U” of the American for the illustrations appearing 

section at the top in this article 








Overseas Notes 


coaches from 422 to 535. Passenger revenue on Canadian 

electric tramway lines increased last year; revenue was 
The Greyhound Corporation opened to the public on $40,042,048, compared with a low point of $37,185,769 in 

March 25 its new completely air-conditioned $1,000,000 bus 1933 

terminal at Eleventh and Twelfth 

Streets and New York Avenue, 

N.W., in Washington, D.C. The 

new terminal is constructed of 

Indiana limestone, cement, and 

steel, and is fireproof. The com 

panies using the new terminal are 

the Capitol Greyhound Lines, the 

Atlantic Greyhound Lines, Penn- 

sylvania Greyhound Lines, Rich- 

mond Greyhound Lines, Blue 

Ridge Lines, and the Peninsula 

Bus Company. 


New Greyhound Terminal in Washington, D.C. 


Tramways in Canada 

The annual report of the 
Canadian Transit Association for 
1939 showed a steady decline in 
the number of tramcars in use in 
Canadian cities and towns since 
1929. The number declined from 
4,200 in 1929 to 3,416 last year. 
During the same period feeder 
buses in city service increased 
from 276 to 611, and_ special Railway lorry hauling a 6-ton load, Jamaica Government Railway 
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MACHINING RAILWAY WHEELS 


A new Craven machine for turning solid disc wheels 





Fig. 1—Craven double faceplate wheel centre and solid disc wheel turning machine 


rygvHE machine illustrated in Fig. 1 has been designed and 
&r built by Craven Bros. (Manchester) Limited for deal- 
ing with railway wheels up to 3 ft. 9 in. dia. on 
tread. This work involves several operations, as follows :— 
After the discs are forged the first operations take place on 
the faceplate shown in Fig. 2. The left-hand tool rest is 
fitted with tools for facing and rough boring the boss, also 
rim and boss blending. The right-hand tool rest carries 
tools for facing and grooving the rim, taper blending, and 
outside radiusing the boss, and chamfering the tread. After 
these first operations have been completed the holes are 
trepanned in the wheel disc on a separate machine. 
The next operations on the opposite side of the wheel disc 


take place on the opposed faceplate (Fig. 3). These com- 
prise; flange forming and tread finishing, rim and_ boss 
blending, and boss facing and radiusing, all done on the 
left-hand rest, whilst tread roughing, flange topping, and rim 
facing are performed on the right-hand rest. The machine 
has two main spindles and faceplates included in one central 
headstock casting; each spindle has a separate motor drive 
through reduction gears arranged in a box-type member at 
the side of the headstock. Attached to the central head at 
each side is a bed supporting the cross bed and tool rests 
which are arranged with tools for the various machining 
operations. One faceplate is provided with four independent 
jaws for supporting the wheel centres or solid discs for the 





Fig. 2—Left: Close view of faceplate and tool rests set for first operation. Fig. 3—Right: 
second operation 


Machine set for 
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first operation; the second faceplate is also fitted with four 
independent jaws for use with an adaptor for the second 
operation. 

The headstock is a one-piece box-type casting supporting 
both spindles and gearing and the spindles are mounted 
parallel with each other in a central position in the head 
stock, supported in bronze capped bearings with mechanical 
lubrication. Reduction gear is arranged in the oil-tight gear 
compartment at each side of the headstock, each set of 
reduction gear being driven by a variable speed motor, the 
latter arranged on the top of the gearbox and driven by 
spur reduction gear to the gearing in the box. Two changes 
of spindle speed are provided in the gearbox, each with 
speed variation from the motor provides an overall speed 
range of 1 to 3 and 3-3 to 10. The drive from the gearbox 
to each faceplate is by means of a spur pinion meshing with 
a spur wheel attached to the faceplate. 

The faceplates, which are provided with machined tee 
slots for attaching the jaws, are 4 ft. 6 in. in dia., are 
bolted direct to the spindle flange. The two main -slide 
beds are rigidly bolted and tongued to the central headstock 
casting, the beds being provided with machined tee-slots 
and an adjusting screw for moving the cross-bed longitu 
dinally as desired. The cross-beds are of heavy box-like con- 
struction having broad square-section guide ways for the 
saddles, and when in position on the main beds are rigidly 
bolted to the bed after adjustment. Independent screws and 
feed shafts are arranged in the cross-bed providing the cross 
and longitudinal feed traverse to the rests. 

he left-hand saddle and tool rest for the first opera 
tions, Fig. 2, has a normal feed travel along the cross-bed 
and inward face towards the faceplate. The right-hand 
saddle and tool rest has normal feed travel along the cross 
bed only, with hand adjustment for the tool slide inwardly 
towards the faceplate. Quick adjustment to the saddle along 
the cross-bed is provided by a vertical rack pinion which is 
used in conjunction with a ratchet lever; a steel half nut in 
the saddle can be engaged with the screw in the cross 
slide for use when the feed traverse is required. The nut is 
disengaged to enable the rack pinion quick adjustment to be 
used. The top surface of the tool slide is arranged to 
receive the special tool holders for both bossing wheel centres 
and forming the tread of tyres on solid disc wheels. 

The letft-liand saddle and tool rest for the second opera- 
tions, Fig. 3, has a saddle similar to the right-hand rest 
with normal feed along the cross-bed and inward hand 
adjustment by rack and pinion. The right-hand saddle is 
fitted with a_ swivelling tool slide with transverse feed 


RAILWAY 


GAZETTE July 19, 194 


traverse so arranged that the traversing cut can be taken 
across the top of a plain wheel centre or angular feed { 
traversing the surface of the tyre profile on the solid dis 
The top surface of the tool slide is machined to recei 
the special tool holders for facing the rim and turning ti 
outer diameter. A ratchet type of feed mechanism is pr 
vided, and the feed for each rest at each end of the cro 
slide is independent. The feed variation is obtained b 
adjusting the crankpin in the crank disc at each end of th 
cross slide and the pawl and ratchet gear, which is 
hardened steel construction, provides the means whereby th 
feed is quickly engaged, disengaged or reversed. Hardene: 
tooth clutches are provided at the right-hand end of th 
cross slide to enable either the longitudinal or the trans 
verse feed to be used independently. 

Four independently adjustable chuck jaws are provide: 
on each faceplate; the jaws are held to the faceplate b: 
bolts and tee pieces arranged in the tee slots, and the jaw 
are adjusted by screws direct to the faceplate. Steel nuts are 
provided in the jaws. For the first operation, the jaws ar 
provided with gripping surfaces, to grip the outside diameter 
of the tyres or solid discs, with the flange towards the jaw 
body; for the second operation the jaws are provided with 
radial locating surfaces for locating the wheel centres or discs 
from the previously machined first operations. For the first 
operation, the left-hand tool slide is equipped with roughing 
and finishing tools and holders for facing the boss and tools 
for rim and boss blending, also a bar for boss boring. The 
right-hand rest is fitted with tool-holders for rough and 
finish facing the rim of the wheel, taper blending and out 
side radiusing the boss, and chamfering the tread. For the 
second operation on the opposed faceplate the left-hand too! 
lide is equipped with flange-forming and_tread-finishing 
tools, rim and boss blending tools, rough and finish boss 
facing tools and also outside radiusing tools. The right-hand 
tool-slide is fitted with flange topping and tread roughing 
tools and ram facing tools. 

All bearings in the headstock are lubricated from a 
mechanical lubricator, and the gears in the headstock rotate 
in an oil bath. A ‘one-shot ’’ lubricating system is arranged 
on each cross-bed and the slide ways and auxiliary shafts are 
lubricated by oil-guns. Water pipes are provided for each 
faceplate; the water supply is obtained from two motor 
driven Suds Pumps mounted in tanks in the founda 
tions. “Start,’’ ‘‘Stop’’ and ‘‘Inch’’ push_ button: 
control the 15 h.p. variable-speed main drive motors, and 

Start,’’ and ‘‘ Stop ’’ push buttons control the Suds Pump 
Units. 











A view taken from 
the iron-ore outcrop 
at Luossavaara 
looking across the 
lake towards the 
Kirunavaara  out- 
crop at Kiruna in 
Swedish Lapland, 
the chief iron-ore 
centre on the rail- 
way between the 


Narvik and __ the 
Baltic port of Lulea. 
The town of Kiruna 
lies on the near 
shore of the lake. 
The inclined lines 
seen in the fore- 
ground convey hop- 
pers of iron ore to be 
loaded into _ the 
main-line wagons 
at the bottom. A 
description of the 
Lapland  Iron-Ore 
Railway was pub- 
lished in our issues 
of April 19 and 26 


Atlantic port of 
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RAILWAY NEWS SECTION 


PERSONAL 


tR ALEXANDER GIBB & PARTNERS 

sir Alexander Gibb has _ been 

winted Consulting Engineer for a 
eraving dock to be constructed 
Svdney harbour. Sir Alexander, 

oO was concerned in the building of 

svth dockyard, and the Singapore 

val Base, was Director-General of 

il Engineering at the Ministry of 

ansport from 1919 to 1921. 

In response to a Question in the 
ouse Of Commons on July 3 asking 
ie Minister of Supply the amount of 
rk entrusted by his Department to 

sir Alexander Gibb & Partners since 
uly 1, 1939, Mr. Herbert Morrison 
plied that as he had disclosed the 
mount of the fee payable to this firm 

1 response to a Question on June 19, he 
ould have liked also to disclose the 
alue of the work being done by them, 
o that the Members could have seen 

or themselves that the fee is small in 
elation to the extensive character of 

the works. He feared it would not be 

n the national interest to do so, but 

he was prepared to communicate the 
nformation privately to the Member 

who put the Question. This Question, 
by Mr. Stokes on June 19, was asking 

m what grounds Sir Alexander Gibbs 

& Partners had been appointed consult- 

ing engineers and agents to the Ministry 

of Supply, what were the conditions of 
the appointment, and the fees to be 
paid to them. The Minister replied 
that Sir Alexander Gibb & Partners 
were employed last autumn as consult- 
ing engineers in respect of three specific 
factories only. They were selected 
because they were regarded as_ being 
the most suitable firm for the work. 

They were to receive an annual fee of 

£15,000 in addition to the approved 

expenditure incurred by them. 


At the annual conference of the 
National Union of Railwaymen, which 
ended on July 12, Mr. J. H. Potts, of 
Manchester, was re-elected President. 


Mr. L. J. Boucher, Signal & Telegraph 
Section, Southern Railway, Wimbledon, 
has been appointed Chief Assistant to 
Lt.-Colonel G. L. Hall, the Assistant 
Engineer (Signals & Telegraphs), in 
succession to Mr. E. W. Hallam, whose 
death we recorded at page 712 of our 
issue of May 17. 

Mr. George E. Graham,  Vice- 
President and General Manager, Do- 
minion Atlantic Railway, has retired 
after 25 vears of service. Mr,. Ti... J. 
Humphrey, Vice-President and General 
Manager, Eastern Lines of the Canadian 
Pacific Railway, has been elected Vice- 
President of the Dominion Atlantic 
Railway. 


Representatives of every department 
of Thos. Firth & John Brown Limited 
and its associate, Firth-Vickers Stain- 
less Steels Limited, met on July 8, in 
the board room at Atlas Works, Sheffield, 
to present to Mr. Edward Dixon, the 
Sales Director, his portrait in oils, on 
his completion of 50 years of service 
with the company. The portrait has 
been painted by Captain Oswald Birley. 
Mr. A. J. Grant, Managing Director, 
who presided, referring to Mr. Dixon’s 





Presentation 


ol painting of 
Mr. Edward Dixon 


Sales Director of Thos. Firth & John Brown 
Aimitec 


work in organising trade associations, 
said that a great portion of the success 
of the firm was due to Mr. Dixon’s wise 
policy and his strong belief in co-opera- 
tion with his competitors. He had 
been Chairman of the Federated Forge- 
Masters since 1922 and even in the 
days when a great many of the sections 
of the trade were cutting each other's 
throats and running at a loss, that 
important section of the industry was 
alwavs prosperous. Mr. John Smith, 
who made the presentation of the por- 
trait on behalf of the staff society, said 
that 937 members of the society had 
subscribed to the fund. These sub- 
scribers included representatives of the 
company in all parts of the world. Mr. 
Dixon was also presented with a long 
service certificate. Altogether 1,210 of 
these certificates have been presented 
to employees of Thos. Firth & John 
Brown Limited, representing 44, 140 vears 
of service. 

We regret to record the death on 
July 9 at Woking of Major-General Sir 
Hubert Armine Anson _ Livingstone, 
nc. Bis. CB. Sir Hubert 


Livingstone was Colonel Commandant, 
Royal Engineers, from 1931 to 1935, 
and was well known to those who served 
in the Near East during the last war. 
as Engineer-in-Chief of the _ British 
Army there. He was a great admirer 
of France and of all things French, and 
became deeply depressed by the late 
developments of the present war as 
they affected our former ally. At an 
inquest held at Woking on July 12 a 
verdict of suicide while the balance of 
his mind was disturbed was recorded. 
Sir Hubert Livingstone was 74 years of 
age. 

M. Piétri has been appointed Minister 
of Communications in the new [rench 
Cabinet of the Petain Government. 


Mr. S. W. Fairweather, Montreal 
Economist of the Canadian National 
Railways, has been loaned to the 
Dominion Government by the railway 
management to assist in the organisation 
of a Bureau of Economics for the 
Munitions & Supply Department. 


Mr. W. McL. Pomeroy has _ been 
appointed Assistant General Traffic 
Manager of the Pennsylvania Railroad 
System in succession to the late Mr. 
C. T. Mackeson, Jr., who died on 
March 1. 


Sir Walter Ropner Lawrence, G.C.L.E., 
C.B., G.C.V.O., who died on May 25 
last at the age of 83 years, has left 
estate valued at £112,963. Sir Walter 
was a Director of the Assam—Bengal 
Railway. 

RAILWAY STAFF CHANGES 

Majors J. R. Simpson, E. C. S. 
Stowell, and E. Colvin, R.E’s.,  re- 
verted from the State Railways 
employment to military duty, as from 
April 8. 

m= 3s. 3. 


INDIAN 


Johnson has been ap- 


pointed to officiate as Deputy Chief 
Engineer, Bridges, N.W.R., as from 
April 11. 

Mr. J. E. Barton has been appointed 


to officiate as Deputy Controller of 
Stores, G.I.P.R., as from May 1. 

Mr. H. J. Allinson, Deputy Chief 
Mechanical Engineer, Electrical, 
E.B.R., has been appointed to officiate 
as Chief Electrical Engineer, E.I.R., 
as from March 29. 


In the account of the career of the 


late Mr. J. H. Nicholson, Signal & 
Telegraph Engineer, Great Southern 


Railways, which we published in our 
issue of June 21, the date of his entry 
into the service of the North Eastern 
Railwav should have been given as 1891, 
and not 1899. 





THE RAILWAY 


Railways and the War—28 


A General takes the salute as railwaymen of the Local 
Defence Volunteers march past 


GAZETTE July 19, 194 


Railway members of the L.D.V. at musketry 
practice 
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TRANSPORT SERVICES 


THE RAILWAY GAZETTE 


AND THE WAR—47 


Defence Area Movement restrictions—-Control of traffic at ports— 
Requisitioning new privately-owned railway wagons—Review of cross- 
Channel traffic in wartime — Amenities for servicemen at railway stations 


1 view of the number of enquiries which continue to be 
ived on the subject of what constitute good reasons for 
ts to those parts of Defence Areas into which movement is 
ricted, the Ministry of Home Security, on July 12, gave 

instances of what are regarded as satisfactory reasons 
visits to such areas. Persons wishing to enter these 
ified areas for business purposes will not be prevented 
n doing so, and the prohibition on entry does not apply 
persons Ordinarily resident in the areas. School children 
imning home for the holidays, workers who live normally 
i place of work outside the area, but spend their week-ends 
time with their families at home, and soldiers on 


spare 
ve visiting their hothes, will be regarded as satisfying the 
cription of “ persons ordinarily resident in an area.” 
sons wishing to visit school children who have been 


cuated to places within a specified area or to visit sick or 
d relatives in such area will ordinarily be allowed to enter. 
rsons residing outside a specified area but owning a seaside 
ttage or bungalow in such an area will be required, if they 
sh to visit it, to produce some evidence that their visit is 
merely for pleasure or holiday purposes. No permits 
be issued and enquiries should not be addressed to the 
thorities. Members of the public who propose to under- 
ce a journey to a specified area must use their own discretion 
deciding whether its purpose will justify their entry into 
area. They should, if possible, carry with them some 
cumentary evidence in support of their statement as to 
purpose of their visit, in order to satisfy enquiries by the 
il police or the military. 


Defence Area Transport Restrictions 

Since we published in our June 28 issue (pages 902-3) the 
ficial list of railway stations in East Anglia, Kent, and 
Sussex, which were included in Defence Areas and which 

rsons are prohibited from entering for the purpose of a 

diday, recreation, or pleasure, further districts have been 

clared Defence Areas and are also subject, in whole or in 

irt, to control of movement. As we recorded at page 17 

our July 5 issue, the strip of country along the country 

m the Wash to Berwick-on-Tweed and extending 20 miles 

land has become a Defence Area, but control of movement 

at present being exercised, under direction of the Regional 
ymmissioners concerned, only in the portion of this area 
ithin five miles of the coast line. Further Defence- Areas 
stablished from Bexhill to Portland were detailed at page 
19 of our July 12 issue, and here again it is only within 
rtain parts that control of movement is being exercised. 
\longside is the official list of railway stations additional 
to those in our June 28 issue which have subsequently 
vecome affected by the north-east coast and south coast 
Defence Area restrictions. Under directions given by the 
Regional Commissioners under Defence (General) Regulation 
16A, persons are prohibited from entering for the purpose of 
holiday, recreation, or pleasure. 

Regulation 16A was added to the Defence (General) Regula- 
ions, 1939, by Order in Council on May 31, 1940. It reads 
s follows : 

His Majesty, in pursuance of the Emergency Powers (Defence) 
(cts, 1939 and 1940, and of all other powers enabling Him in that 
vehalf, is pleased, by and with the advice of His Privy Council, to 
irder, and it is hereby ordered, that immediately before Regulation 
eventeen of the Defence (General) Regulations, 1939, there shall 
e inserted the following Regulation :— 

16a.—(1) If it appears to the Minister of Home Security to be 

necessary or expedient so to do, he may by order declare any area 
n the United Kingdom to be a defence area, and thereupon— 

(a) it shall be the duty of every person in that area to comply 

with any orders or directions (including any orders or directions 


Abbotsbury 
Acklington 

Algarkirk & Sutterton 
Alnmouth 

Alverstone 

Amble 

Ashington 

Ashley 


Backworth 

Bailey Gate 

Beal 

Beaulieu Road 
Bedhampton Halt 
Bedlington 
Belford 

Belside 
Bembridge 
Bempton 
Berwick (Sussex) 
Berwick-on-Tweed 
Billingham-on-Tees 
Bishopstone 
Bitterne 
Blackhall Colliery 
Blackhall Rocks 
Blackwater (I. of W.) 
Blyth 

Boldon Colliery 
Boosbeck 
Boscombe 
Boston 

Botley 
Bournemouth 
Brading 
Branksome 
Bridlington 
Broadstone 
Brockenhurst 
Broomhill 
Brotton 
Burgh-le-Marsh 
Bursledon 
Burton Agnes 


Calbourne & Shalfleet 
Carisbrooke Halt 
Carnaby 

Castle Eden 
Cayton 

Chandlers Ford 
Chathill 
Chevrington 
Choppington 
Christchurch 
Christon Bank 
Cleethorpes 
Cloughton 

Corfe Castle 
Corfe Mullen Halt 
Cosham 

Cowes 
Cramlington 
Creekmoor Halt 
Cullercoats 


Dorchester 
Droxford 


Easington 
Eastleigh 
East Boldon 
Eastbourne 
Easton 

East Halton 
Emsworth 


Fareham 

Fawley (Hants) 
Filey 
Flamborough 
Fort Brockhurst 
Fratton 
Freshwater 
Fyling Hall 


Godshill Halt 
Gosport 
Goswick 
Goxhill 
Grainsby 
Great Coates 
Greatham 
Grimsby 
Grinkle 
Gristhorpe 


Habrough 

Hailsham 

Hampden Park 
Hamworthy Junction 


Hart 
Hartlepool 
Hartley 
Haswell 
Havant 
Havenhouse 
Haven Street 
Haverton Hill 
Hawsker 
Hayburn Wyke 
Hayling Island 
Healing 
Heathfield (Sussex) 
Hedon 
Hellingly 
Hesleden 

High Shields 


Robin Hood Bay 
Rodwell 
Rowland’s Castle 
Ruswarp 

Ryde 

Ryhill & Burstwick 
Ryhope 


St. Denys 

St. Helens (I. of W.) 

St. Lawrence Halt (I. of W.) 
Saltburn 

Saltfleetby 

Sandown 

Sandsend 

Sandsfoot Castle Hilt 
Scalby 


Hinderwell for Runswick BayScarborough 


Hinton Admiral 
Holmsley 
Holton-le-Clay 
Holton Heath 
Holton Village 
Horden 
Hornsea 
Hornsea Bridge 
Horringford 
Hunmanby 
Hylton 

Hythe (Hants) 


Immingham Dock 
isle of Wight (all stations) 


Jarrow 


Kettleness 
Keyingham 
Killingholme 
Kirton 

Knowle Platform 


Langston 

Litcle Mill 
Loftus 
Longhirst 

Long Houghton 
Lucker 
Lymington 
Lyndhurst Road 


Mablethorpe 
Marchwood 
Marske 
Merstone 
Melcombe Regis 
Millbrook 

Mill Hill (1. of W.) 
Monkseaton 
Moreton 

Munby Road 
Murton 


Netley 

Newbiggin by the Sea 
Newchurch 

New Clee 
Newham 
Newhaven 

New Holland 

New Milton 
Newport (I. of W.) 
Newsham 
Ningwood 
Norman’s Bay Halt 
Northam 

North Hayling 
North Seaton 
North Shields 
North Skelton 
Nursling 


Ortringham 


Parkstone (for Sandbanks) 
Patrington 

Percy Main 

Pevensey & Westham 
Pevensey Bay Halt 
Pokesdown 

Polegate 

Poole 

Portchester 

Portesham 

Portland 

Port Clarence 
Portsmouth & Southsea 


Ravenscar 
Redbridge 
Redcar 


Scremerston 
Seaburn 
Seacroft 
Seaford 
Seaham 
Seahouses 
Seamer 
Seaton (Durham) 
Seaton Carew 
Seaton Delaval 
Seghill 
Shanklin 
Shawford 
Shide 

Sholing 
Shotton Bridge 
Skegness 
Skinningrove 
Sleights 
Southampton 
South Hetton 
South Shields 
Spa'ding 
Speeton 
Staintondale 
Staithes 
Stallingboro’ 
Surfleet 
Sutton-on-Sea 
Swanage 
Swanwick 
Sway 
Swaythling 


Theddlethorpe 
Thornley 
Thornton Abbey 
Thorpe Culvert 
Totton (for Eling) 
Tweedmouth 
Tyne Dock 
Tynemouth 


Ulceby 
Upwey 


Ventnor 


Wainfleet 
Waldron and Horam 
Waltham 
Warblington Halt 
Wareham 
Warkworth 
Wassand 
Watchingwell 
Wellfield 
Westham Halt 
West Hartlepoo! 
West Meon 

West Monkseaton 
Weymouth 
Whippingham 
Whitby 

Whitby West Cliff 
Whitley Bay 
Whitwell (1. of W.) 
Wickham (Hants) 
Widdrington 
Wingate 
Withernsea 

Wool 

Woolston 
Wooton 

Wroxall 
Wykeham 

Wyke Regis Halt 
Wynyard 


Yarm 
Yarmouth (I. of W.) 
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as to the removal of persons or property out of the area) issued or 
given by or on behalf of the Regional Commissioner for the purpose 
of meeting or hindering any actual or apprehended attack by an 
enemy or of protecting persons and property from the damage 
involved in any such attack ; and 

(b) the Regional Commissioner may issue orders or give directions 
regulating or prohibiting the entry of persons, vehicles or animals 
into that area : 

Provided that in exercising any powers conferred on him under 
this Regulation a Regional Commissioner shall be subject to the 
control and direction of the Minister of Home Security. 

(2) Subject to any directions given by the Minister of Home 
Security, a Regional Commissioner may, to such extent and subject 
to such restrictions as he thinks proper, delegate all or any of the 
functions conferred on him under this Regulation to any specified 
persons or class of persons 

(3) In this Regulation the expression ‘‘ Regional Commissioner ”’ 
means in relation to any area or to any part of an area to which 
an order under this Regulation relates the Regional Commissioner 
for the region in which that area or part is. 

(4) This Regulation shall not extend to Northern Ireland. 


Under this Regulation the Minister of Home Security made 
the first Defence Areas Order on June 17, 1940, ordering that 
each of the areas described in the schedule to be a Defence 
Area. The schedule is as follows :— 


The EASTERN AREA consisting of— 

In Norfolk : the City of Norwich ; the County Borough of Great 
Yarmouth ; the Non-County Borough of King’s Lynn; the Urban 
Districts of Cromer, Diss, Downham Market, East Dereham, New 
Hunstanton, North Walsham, Sheringham, Swaffham, Wells, and 
Wymondham ; and the Rural Districts of Blofield & Flegg, Depwade, 
Docking, Downham, Erpingham, Freebridge Lynn, Forehoe & 
Henstead, Loddon, Marshland, Mitford & Launditch, St. Faith’s & 
Aylsham, Smallburgh, Swaffham, and Walsingham. 

In Suffolk: the County Borough of Ipswich; the Non-County 
Boroughs of Aldeburgh, Beccles, Eye, Lowestoft, Southwold, and 
Sudbury; the Urban Districts of Bungay, Felixstowe, Hadleigh, 
Halesworth, Leiston-cum-Sizewell, Saxmundham, Stowmarket, and 
Woodbridge ; and the Rural Districts of Blyth, Cosford, Deben, 
Gipping, Hartismere, Lothingland, Melford, Samford, and Wainford. 

In the Isle of Ely: the Non-County Borough of Wisbech; the 
Urban District of March ; and the Rural District of Wisbech. 

In Essex: the County Borough of Southend-on-Sea, the Non- 
County Boroughs of Chelmsford, Colchester, Harwich, Maldon, and 
Romford ; the Urban Districts of Benfleet, Billericay, Braintree & 
Bocking, Brentwood, Brightlingsea, Burnham-on-Crouch, Canvey 
Island, Clacton, Frinton & Walton, Halstead, Hornchurch, Ray- 
leigh, Thurrock, West Mersea, Witham, and Wivenhoe; and the 
Rural Districts of Braintree, Chelmsford, Halstead, Lexden & 
Winstree, Maldon, Ongar, Rochford, and Tendring. 


THE SouTH EASTERN AREA consisting of— 

In Kent: the City of Canterbury ; the Non-County Boroughs 
of Chatham, Dartford, Deal, Dover, Faversham, Folkestone, 
Gillingham, Gravesend, Hythe, Lydd, Maidstone, Margate, New 
Romney, Queenborough, Ramsgate, Rochester, Sandwich, and 
Tenterden ; the Urban Districts of Ashford, Broadstairs & St. 
Peters, Herne Bay, Northfleet, Sheerness, Sittingbourne & Milton, 
Swanscombe, and Whitstable ; and the Rural Districts of Bridge- 
Blean, Cranbrook, Dartford, Dover, East Ashford, Eastry, Elham, 
Hollingbourn, Maidstone, Malling, Romney Marsh, Sheppey, Strood, 
Swale, Tenterden, and West Ashford. 

In Sussex: the County Borough of Hastings; the Non-County 
Boroughs of Bexhill and Rye; and the Rural District of Battle. 


Defence Areas (No. 2) Order, 1940, was made on June 26 
and declared as Defence Areas the following : 


The NORTHERN AREA consisting of— 

In Northumberland: the County Boroughs of Newcastle, and 
Tynemouth ; the Non-County Boroughs of Berwick-on-Tweed, 
Blyth, Morpeth, and Wallsend ; the Urban Districts of Alnwick, 
Amble, Ashington, Bedlingtonshire, Gosforth, Longbenton, New- 
biggin-by-the-Sea, Newburn, Seaton Valley, and Whitley & Monk- 
seaton ; and the Rural Districts of Alnwick, Belford, Castle Ward, 
Glendale, Morpeth, Norham & Islandshires, and Rothbury. 

In Durham: the County Boroughs of Darlington, Gateshead, 
South Shields, Sunderland, and West Hartlepool ; the Non-County 
Boroughs of Durham, Hartlepool, Jarrow, and Stockton-on-Tees ; 
the Urban Districts of Billingham, Bishop Auckland, Blaydon, 
Boldon, Brandon & Byshottles, Chester-le-Street, Consett, Crook & 
Willington, Felling, Hebburn, Hetton, Houghton-le-Spring, Ryton, 
Seaham, Shildon, Spennymoor, Stanley, Washington, and Whick- 
ham; and the Rural Districts of Chester-le-Street, Darlington, 
Durham, Easington, Lanchester, Sedgefield, Stockton, and Sunder- 
land. 

In Yorkshire: the County Borough of Middlesbrough; the 
Non-County Boroughs of Redcar, Scarborough, and Thornaby-on- 


July 19, 1940 


Tees ; the Urban Districts of Eston, Guisborough, Loftus, Malt 
Pickering, Saltburn & Marske-by-the-Sea, Scalby, Skelton & Brott 
and Whitby ; and the Rural Districts of Kirbymoorside, Pickeri 
Scarborough, Stokesley, and Whitby. 

The NortH EASTERN AREA consisting of — 

In Yorkshire: the Administrative County of the East Riding 
(except the rural district of Derwent); the County Borough .« 
Kingston-upon-Hull; the Non-County Borough of Goole; a 
the Rural Districts of Goole, and Thorne. 

The LINCOLNSHIRE AREA consisting of— 

In Lincolnshire: the Administrative County of the Parts of 
Holland ; the Administrative County of the Parts of Lindsey 
(except the urban district of Gainsborough, the rural district of 
Gainsborough, and the parish of Holton cum Beckering in the rural 
district of Welton) ; the County Borough of Grimsby ; the Urban 
Districts of Bourne, and Sleaford ; and the Rural Districts of East 
Kesteven, and South Kesteven. 


Defence Areas (No. 3) Order, 1940, was made on July 1 and 
the schedule to this was set out in full at page 49 of our July 12 


issue, 
North Eastern Curfew 


The Regional Commissioner for the North Eastern Civil 
Defence Region issued directions imposing a curfew along the 
coast of the region from the evening of Monday, July 15. 
This applies to the parts of the East Riding of Yorkshire 
between the sea and the roads Scarborough—Bridlington— 
Winstead—Paull, including the roads themselves, and the 
towns of Filey, Bridlington, Hornsea and Withernsea, and the 
neighbourhood of Hornsea Mere. In this area no person may 
be out of doors between one hour after sunset and one hour 
before sunrise, except in cases of necessity specified in the 
direction ; the hours of the curfew will be reconsidered as 
winter approaches. The curfew applies to all persons, whether 
in vehicles or not, except persons who are necessarily out or 
doors for the execution of duties on behalf of the Crown, of 
a local authority or public utility undertaking, or as workmen 
or employers or supervisors, nurses, or veterinary surgeons, 
required to attend urgently upon cases of illness or injury ; 
or for the purpose of securing the attendance of such persons 
as have just been mentioned, when urgently required, or of 
going to the nearest available air raid shelter in the event of 
an air raid or air raid warning, or returning from such shelter 
when the raid or warning period is over. Persons who are 
out of doors during the curfew period will be liable to be 
challenged by the military or police and may be detained 
unless they can show that they have a right to be out of 
doors. Penalties are prescribed for infractions of the 
Regional Commissioner’s directions. No permits will be 
issued and persons who must be out at night should be 
particularly careful to carry their national registration identity 
cards, and any available documents supporting their right 
to be out of doors during the curfew period. 


Dorset Control of Movement 


A further portion of Defence Area will be barred to 
holidaymakers and persons engaged on any kind of pleasure 
trip on and after Friday, July 19. Directions to this effect 
have been given by Sir Geoffrey Peto, Regional Commissioner 
for the South-Western Civil Defence Region. The area 
affected is south of the roads A.31 and A.35, running from 
Wimborne Minster through Bere Regis, Puddletown, and 
Dorchester, to the western boundary of the Parish of Long 
Bredy. It includes, in addition to the Borough of Dor- 
chester, the Boroughs of Wareham and Weymouth & Mel 
combe Regis, the Urban Districts of Swanage and Portland, 
and the Rural Districts of Blandford, Dorchester, and Ware- 
ham & Purbeck. 


Control of Traffic at Ports 


The last of a series of Orders has now been made by the 
Minister of Transport under which he assumes control of 
the traffic at the 46 ports at which Port Emergency Com- 
mittees are established. The powers taken are under the 
Defence (General) Regulations, 1939, and their effect is that 
the Port Emergency Committee may designate to an im- 
porter a means of transport (whether by road, rail, canal, or 
coastwise shipping) which will be available during the 
ensuing 48 hours for the removal of the goods from the 
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If the goods are not removed within that period, 


ort. 

rth + by the designated means of transport or by some 
other means, the committee may cause the goods to be 
conveved to the place to which they are addressed (or to 
any other place at which it is reasonable to require the 
owner to take delivery) by any means of transport which 
the committee thinks fit, at the risk and expense of the 
owner and subject to a lien for the expense. When a draft 
Order was first circulated to the Port Emergency Com- 
mittees in February last the scheme, which was then only 
contemplated, was dealt with in some detail in THE RaILway 


GazetrE of February 9. 
Port and Harbour Charges 


Under the Defence (General) Regulations, 1939, the 
Minister of Transport has by Order (S.R. & O. 1123/S.50) 
controlled the charges to be levied at the Port of Ardrossan. 


No rate, due, or charge levied by the Ardrossan Harbour 
Company for any service or accommodation provided at the 
Port of Ardrossan is to exceed that which would have been 
levied by the company on November 1 last. A _ similar 
Order was made on March 21 of this year relating to the 
Port of London, and fixing the charges to be made to tug- 
owners at not more than 224 percent. in excess of those ruling 
in August last year. 


Requisitioning Privately-Owned Railway Wagons 

The Minister of Transport has now taken powers under 
Statutory Rules & Orders No. 1152 dated July 1 to requisition 
all privately-owned wagons the construction of which has 
been completed since May 23. An Order dated May 23 gave 
powers of requisition over wagons completed since April 25. 
These Orders provide that the Minister’s powers over the 
wagons are to be exercised by the Railway Executive Com- 
mittee and that, in the absence of any direction to the contrary, 
the wagons affected become part of the common pool of wagons 
used interchangeably with railway-owned wagons. Classes 
of wagons which are exempted from the requisition Order 
include: tank wagons, wagons set apart for specific traffics 
such as cement, copperas, lime (roofed wagons only), night 
soil and sewage, nitre cake, salt, and tarred materials ; wagons 
not suitable for running on main lines; registered wagons 
reserved for internal use at collieries and works; specially- 
constructed wagons ; wagons usually used for working over 
private railways only ; and wagons restricted to working over 
a particular portion of a railway company’s line. 


Wartime Cross-Channel Traffic 

Throughout the ten months of war from September, 1939, 
to June, 1940, the Southern Railway steamers, both passenger 
and cargo, were in constant service to and fro across the 
Channel, some on Government service and others engaged 
in the ordinary cross-Channel transport. Despite the enemy 
occupation of the whole of the French ports, all Southern 
Railway vessels in service up to June, 1940, have returned 
to their home ports, having accomplished excellent work in 
safely conveying thousands of civilians and members of H.M. 
Forces, as well as transporting a vast tonnage of merchandise, 
foodstuffs, and armaments, between England and the Con- 
tinent and the Channel Islands under extremely difficult 
conditions. The total suspension of services to and from 
both the Continent and the Channel Islands for the first 
time since railways undertook the task of running cross- 
Channel packet services for the conveyance of passengers, 
merchandise, mails, etc., has compelled the company to 
abandon temporarily its close association with the Continent 
and Channel Islands until such time as circumstances permit 
f the re-establishment of working relations. 

\t the beginning of the war the express services working 
on the Continent in connection with the Southern Railway 
Continental train and steamer services included the following : 
Golden Arrow Limited, Simplon-Orient Express, Taurus 
[°-xpress, Barcelona Express, Engadine Express, Oberland 
i-xpress, Ostend-Vienna-Orient Express, Blue Train, Orient 
xpress, Arlberg-Orient Express, Nord Express, Ostend- 
Cologne Pullman Express, Bombay Express (P. & O.), Sud 
xpress, and Rome Express. Such of these services as involved 
‘ransit through enemy territory were, of course, withdrawn, 
nd all passenger traffic was drastically reduced as the result 
{ Government restrictions. : 
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The principal Government imposition, which affected all 
travellers between Great Britain and the Continent and 
Channel Islands, was the introduction of the Exit Permit. 
This permit authorised travel from the United Kingdom, and 
without such a document no person, regardless of nationality, 
could leave the shores of Britain. Traffic to the Continent 
was thus controlled by the Government, and a close watch 
was kept on all cross-Channel travellers. The Exit Permit 
regulation for travellers to or from the Channel Islands was 
abolished, however, on March 14, 1940, but remained in 
force insofar as the Continent was concerned. Outgoing and 
incoming cross-Channel passengers were subjected at the 
ports to strict control and examination, by both the passport 
and the customs authorities, and detailed examination of 
aliens was carried out by the Home Office and Field Security 
Police. Cross-Channel travel was further restricted by the 
bringing into force by the Government of regulations govern- 
ing the export of currency, whereby not more than /10 in 
British notes, or the equivalent in foreign currency, could 
be taken out of this country without previous permission 
having been obtained from the Treasury. All passengers 
passing through the ports were, in consequence, examined 
for currency that might be carried on the person, and any 
monies had to be declared to the authorities. Furthermore, 
the Censorship authorities imposed certain restrictions on 
the transfer of documents, periodicals, etc., from this country 
to the Continent, and travellers in possession of business 
and private papers were obliged to present them for exaimna- 
tion prior to embarkation. 

Thus civilian passenger traffic became practically negligible 
between England and France. The seclusion and comparative 
safety of the Channel Islands, coupled with a desire by the 
island authorities to attract visitors, led to a regular flow of 
visitors from our shores to Guernsey and Jersey, notwith- 
stand the long sea crossing in darkness with the attendant 
dangers of floating mines and enemy aircraft. All these 
formalities tended to impede Continental and Channel Islands 
travel, resulting in lengthy delays at the ports, and inter- 
ference with train and steamer schedules. Despite all these 
difficulties, steamers have crossed to and fro across the 
Channel, both by day and night, without convoy, conveying 
British, allied, and neutral subjects, without loss of life. 
Steamer schedules have had to be subject to Admiralty super- 
vision, through the Naval Officer in charge of every port. 
Orders were given for the company’s vessels, passenger 
and cargo, to leave according to tidal conditions, and at 
certain hours, owing to danger through floating mines laid 
by enemy aircraft. Then, of course, air attacks by enemy 
aircraft were made on cross-Channel boats, and as a 
measure of protection it was found necessary to arrange for 
armament to be placed on board the steamers, and crews 
had to be trained in the use of anti-aircraft guns. Many 
of the Southern Railway Company’s vessels are engaged on 
war work, and, although the crews have not been completely 
changed, these vessels now form important units in the naval 
and merchant service fleets. The short sea traffic which 
from the outbreak of war until the end of November, 1939, 
had been worked via Folkestone—Boulogne, was diverted via 
Folkestone—Calais from December 1, 1939, the port of Boulogne 
having been acquired by the naval authorities for military 
and leave traffic passing via Dover. The position of the 
various Continental and Channel Islands routes during the 
period from September, 1939, to June, 1940, has been as 
follows :— 

Dover—Ostend Route.—Dover was closed for civilian traffic 
and taken over by the British Naval Authorities ; the Ostend 
traffic was diverted via Folkestone—Ostend and was main- 
tained until the invasion of Belgium. 

Dover—Dunkerque Route.—Dover and Dunkerque were both 
closed to civilian passenger traffic and the ports were taken 
over by the Naval Authorities; all ferry steamers were re- 
quisitioned by the Government. The route was available 
from the end of November, 1939, for cargo traffic, subject to 
the ferry steamers not being required for Government service. 

Dover—Calais Route.—As Dover was closed, civilian passenger 
traffic was diverted via Folkestone—Boulogne until the end of 
November, 1939. Calais was used for passenger service from 
Folkestone from December 1, 1939, until the German invasion 
of Northern France. 
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Newhaven—Dieppe Route-—The day service remained in 
operation until September 11, 1939, inclusive, and the night 
service was in force every night until September 25, 1939. 
Tri-weekly night sailings were maintained from September 26, 
1939, until May 13, 1940, when the port of Dieppe became 
unfit for service requirements owing to enemy activity. This 
route was used mainly by the Government for the trans- 
port of wounded from the war zones to England, and certain 
of the Newhaven—Dieppe steamers were requisitioned for use 
as hospital ships on their former route. 

Gravesend— Rotterdam Route.—This service continued to run 
thrice weekly until the invasion of Holland by the enemy. 

Southampton—Havre Route.—From the outbreak of hostilities, 
the sailings on this route were maintained daily until Septem- 
ber 22, 1939, but from September 25, 1939, the sailings re- 
verted to the winter (thrice-weekly) arrangement, which was 
maintained until May 18, 1940. The service was afterwards 
diverted to St. Malo owing to enemy activity at Havre. 

Southampton—St. Malo (Direct) Route-——The direct service 
between Southampton and St. Malo, for conveyance of summer 
holiday traffic to Brittany, etc., ceased to run at outbreak of 
war. Passengers for St. Malo were then conveyed by Channel 
Islands mail steamers (Southampton—Jersey), and thence by 
local Southern Railway steamer service from Jersey to St. 
Malo. Upon the closing of the port of Havre, in consequence 
of enemy activity in that region, the Havre service was 
diverted to St. Malo for a short period. From May 31, 1940, 
however, arrangements were made for the St. Malo and French 
traffic generally to be conveyed on Friday nights from South- 
ampton to Jersey, continuing thence in the same steamer from 
Jersey to St. Malo. A similar return service was available. 
This working via Jersey necessitated a stay overnight in 
Jersey each way. The occupation by the enemy of the ports 
in the North of France brought St. Malo into greater pro- 
minence as a port for Anglo-French traffic, and was the last 
French port to be used for civilian passenger traffic. A 
weekly service each way via Jersey (Channel Islands steamer) 
was available for French traffic until the middle of June. 

Southampton—Channel Islands Service.—Sailings every week- 
day (the summer season arrangement) were in force until 
September 9, 1939. The winter arrangement (thrice weekly) 
was introduced from September 11, 1939, and this service 
from Southampton to Guernsey and Jersey remained in force 
until the middle of June, 1940, when the occupation of the 
neighbouring French coast by the enemy necessitated the 
cessation of the service between’ England and the Islands. 
With the Government decision to demilitarise the Islands of 
Jersey, Guernsey, and Alderney, every available passenger 
and cargo boat was used for the conveyance of Channel Islands 
residents to England, and this evacuation, it will be appre- 
ciated, was carried out at short notice. In addition to pas- 
sengers, considerable numbers of head of cattle were brought 
to the mainland from the Channel Islands by the Southern 
Railway steamers. 

Jevsey—St. Malo Service.—The Brittany, which was engaged 
on the Jersey—St. Malo summer service, continued to run 
between those points until December 27, 1939, when that 
vessel was withdrawn for service between Folkestone and 
Calais. From January 5, 1940, the service between Jersey 
and St. Malo was maintained by the continuation from 
Jersey to St. Malo and back of the Channel Islands mail steamer 
running from and to Southampton. 


L.M.S.R. Speed in Scotland 

In the timetables operating from July 1, the fastest point- 
to-point running in Great Britain is being performed over 
the Scottish lines of the L.M.S.R. The 7.50 and 11.38 a.m. 
expresses from Forfar to Perth are booked over the 16.7 
miles to Coupar Angus in 17 min., at 58-9 m.p.h. start to 
stop, and the southbound Postal express, at 4.34 p.m. from 
Forfar, is scheduled over the 32:5 miles to Perth in 36 min., 
at 54-2 m.p.h. Other expresses run from Forfar to Perth 
in 37 and 38 min. and from Perth to Forfar in 39 min., at 
speeds from 52-7 to 50-0 m.p.h. Two trains cover the 
Coupar Angus to Forfar length in 19 min., at 52-7 m.p.h.; 
there are three runs from Gleneagles to St. Leonard’s junc- 
tion, Perth, 15-5 miles, in 17 min., at 54-7 m.p.h., and five 
from Gleneagles to Perth, 15-8 miles, in 18 min., at 52-7 
m.p.h. Other fast running is done on the Glasgow—Ayr 
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line, such as runs in each direction between Paisley and 
Kilwinning, 19-1 miles in 22 min., at 52-1 m.p.h., one -un 
from Paisley to Irvine, 22-5 miles, in 25 min., at 54-0 m.ph., 
and two others in 26 min., at 51:9 m.p.h., a -un 
from Ayr to Paisley, 33-7 miles, in 39 min., at 
51-8 m.p.h., and the well-known morning and evening 
non-stops between Glasgow and Ayr, which now cover ‘he 
41-4 miles in 49 min., at 50-7 m.p.h. The Largs line also 
benefits by such times as 28 min. for the 23-6 miles betw: en 
Paisley and Ardrossan South Beach, at 50-6 m.p.h. On ‘he 
main lines to and from the south the fastest running is by 
the 4.39 p.m. and 10.39 a.m. from Kilmarnock over New 
Cumnock summit to Dumfries, 58-0 miles in 67 and 68 min., 
at 51-9 and 51-2 m.p.h. respectively; and by the 1 p.m. 
London express from Glasgow and the up Postal express, 
from Carstairs over Beattock summit to Carlisle, 73-5 miles, 
in 86 and 87 min., at 51-3 and 51-7 m.p.h. respectively. 
Altogether there are on the L.M.S.R. lines in Scotland 41 
daily runs, with a total mileage of 1,056, timed daily from 
start to stop at over 50 m.p.h., despite war difficulties. The 
longest non-stop run wholly in Scotland is that of the 
11 p.m. from Euston to Edinburgh, carrying the through 
L.N.E.R. sleeping cars, which covers the 100-0 miles from 
Carlisle to Edinburgh in 132 min.; but the southbound all- 
sleeping-car 9.30 p.m. from Glasgow to Euston runs ncn- 
stop nightly over the 214-6 miles from Carstairs to Crewe. 


Travelling Amenities at Leeds 

Leeds was one of the first provincial centres with facilities 
for servicemen travelling. Premises scheduled for demolition 
at the City station were opened in November last with full 
canteen arrangements and accommodation for sleeping. The 
accommodation at first was limited to one floor, but this 
quickly proved inadequate and arrangements were made 
for a second floor to be available and this now gives excel- 
lent sleeping quarters for 60 men with good washing facilities 
and lavatories. The canteen is staffed by voluntary workers 
and is open 24 hours a day 7 days a week, and, especially 
during the period of the return of the B.E.F., has been a 
busy scene day and night. On two occasions it has been 
visited by H.R.H. the Princess Royal. In co-operation with 
a local committee, the canteen is the headquarters for the 
voluntary home transport service at night. The Y.M.C.A. is 
responsible for the canteen and the local secretary in an 
interview with The Yorkshire Post indicated his warm 
appreciation of the helpful attitude of the railway companies 
and the support of the local officials and staffs. A letter on 
similar lines which he has sent to THE RatLway GAZETTE 
appears at page 60 this week. 


The Railways of Holland 

Passenger trains in Holland are now running during day- 
light only; on the electrified lines they are approximately 
at pre-war frequency, but on the steam-operated lines 
severely reduced timetables are in force. Goods traffic other 
than military is practically at a standstill, and working is 
seriously handicapped by the many gaps at river crossings 
where the bridges have been destroyed. Pontoon bridges 
have been built alongside the destroyed bridges, and 
through passengers walk across these structures between 
trains on each side connecting with one another. Export oi 
Dutch dairy and agricultural produce to Germany has been 
affected considerably by the impossibility of running through 
goods trains on any but one direct route. 

All craft, from the largest barge to the smallest rowing 
boats in ports and on inland waterways, have been requi- 
sitioned by the German authorities, for military use it has 
been stated, but most probably also to prevent Dutch 
subjects from escaping across the sea from Nazi rule. 


French Train Services 

From July 17 one or two trains a day were put on 
between Paris and some of the principal towns in occupied 
and non-occupied France, according to an announcement from 
Radio Toulouse. The trains will convey only mails, and officers 
and civil servants on official business, except that civilians 
may be admitted if accommodation is available. Moreover, 
the German authorities have announced that persons living in 
unoccupied France will not be allowed to enter the German- 
occupied zone until the whole subject has been settled by the 
Armistice Commission. 
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RAILWAY AND OTHER MEETINGS 
Bombay, Baroda & Central India Railway Company 


general meeting of stockholders 


of ‘he Bombay, Baroda & Central 
India Railway Company was held at 
the temporary offices of the company, 

‘uildcroft,””’ Epsom Road, Guild- 
fo on July 15. Major A. D. G. 
Shelley, R.E., the Chairman of the 
company, presided. 


The Secretary, Mr. N. Lincoln, 
having read the notice convening the 
meeting. 

1e Chairman  said—Gentlemen : 
The report of the directors which is 
now submitted to you contains the 
stockholders’ revenue account for the 
year which ended on March 31, 1940, 
| the general balance sheet on that 


[he directors are unable to present 
to you the usual detailed results of the 
working of the undertaking for the 
year under review, as owing to postal 
delays the necessary information has 
not yet reached England. Cabled 
results, however, show that gross earn- 
ings amounted to Rs. 12,24,97,000 and 
working expenses to Rs. 6,33,52,000, 
giving a figure of Rs. 5,91,45,000 for 
net earnings, aS compared with 
Rs. 5,45,23,000 for the previous year. 
We shall thus be able to pay the usual 
6 per cent. dividend, and I am glad to 
say that we have available for invest- 
ment accumulated funds amounting to 
about £15,000, which we _ propose 
to use for the purchase of 2} per cent. 
National War Bonds. 

The gross earnings for last year 
benefited by a general’ enhancement of 
rates and fares which was brought into 
force on March 1 at the suggestion of 
Government. The increases imposed 
included 1 anna in the rupee on pas- 
senger traffic, 2 annas in the rupee on 
coaching traffic other than passenger, 
and 2 annas in the rupee on goods 
trafic (except for certain special com- 
modities such as coal, food grains, 
fodder, etc.). Similar action was taken 
by other railways. The Government's 
reasons for the enhancement were the 
need for improving the financial posi- 


tion of Indian railways as a whole and 
the fact that the present time, when 
the demand for railway transport is 


brisk, affords a suitable opportunity 
for raising prices. As was expected, 
the higher charges were at once 
reflected in our takings. 

You will be interested to hear that, 
at the request of the Government of 
India, the Dohad locomotive works 
ind personnel have been placed at the 
disposal of Government for war pur- 
poses, and it has been arranged that 
our locomotive repair work shall be 
‘rried out at the Parel shops of the 
G.1.P. Railway. Two of our officers 
have been released to take up tech- 
nical appointments under the Indian 
Ordnance Department, and any who 
can be spared are being allowed to 








volunteer for -the Railway Operating 
and Railway Construction Companies 
which are being recruited in India for 
service overseas. It may be that the 
introduction of compulsory service in 
India, of which you have no doubt 
read in the Press, will deprive us of 
the services of others of our staff, but I 
have no knowledge as yet as to the 
manner in which the new measure will 
be applied. 

As regards our financial prospects for 
the current year, the task of the 
prophet is more than usually difficult 
at the present time. Provided traffic 
does not fall off, and I see no reason 
why it should, the enhancement of 
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rates and fares should ensure a higher 
figure of gross earnings than in recent 
years. Further, although permanent 
way, rolling stock and plant will be 
kept up to an adequate standard of 
maintenance, all works which can be 
dispensed with are being deferred for 
the period of the war. On the other 
hand, we have to pay more for our 
stores and supplies, and must contem- 
plate the possibility of an increase in 
our wages bill should a rise in the cost 
of living make this necessary. On 
balance we may perhaps assume that 
our net earnings will not fall below 
those of pre-war years. 

I now beg to move: ‘ That the 
report of the directors, with the 
accounts now presented, be received 
and adopted.’’ 

The report 
adopted. 


and accounts’ were 








Railway and Other Reports 


North Western Road Car Co. 
Ltd.—This subsidiary of Tilling & 
British Automobile Traction Limited, 
the L.M.S.R. and L.N.E.R. jointly, 
reports net traffic receipts to March 31, 
1940, after depreciation, of £262,930. 
fuel taxation and_ vehicle licences 
£87,472, income tax and E.P.T. £97,396, 
directors’ fees £2,837, leaving profit 
£75,224, plus £12,354 brought in. The 
final dividend is 4 per cent. making 
9 per cent. free of tax. The carry 
forward is £20,078. 


Crosville Motor Services Limited. 
—tTraffic receipts and other revenue 
to April 30, 1940, after tax, £1,292,684 
(£1,250,350) ; after expenses and de- 


preciation, the balance is £143,137 
(£101,703) ; to reserve, {£30,000 
(£10,000). Dividend is again 8 per cent. 


The carry forward is £59,317 (£34,180). 
During the year the business of Lewis 
John Roberts of Llanrug, and of 
Charles William Shone, of Bangor, 
Is-y-Coed, acquired. Alterations have 
been, carried out at bus station at Rhyl. 
Premises have been built in Chichester 
Street, Chester, and rented to em- 
ployees’ social club. A garage has been 
acquired at Middlewich and land has 
been purchased at Runcorn for a depot. 
The company is a_ subsidiary of 
L.M.S.R., G.W.R., and Tilling & British 
Automobile Traction Limited jointly. 


Glyn Mills & Co.—This firm’s 
112th statement of assets and liabilities 
as at June 30, 1940, is the second to 
appear since the capital of this old- 
established banking house (incorporating 
Child & Co. and Holt & Co.) was 
acquired in the summer of 1939 by the 
Royal Bank of Scotland. Total assets 
are shown at /£44,870,209. To this 
amount /£5,290,381 is contributed by 
coin, bank notes, and balance at Bank 
of England; £3,675,024 by balances 
with and cheques in course of collec- 
tion on other banks in the United 
Kingdom ; {12,238,624 by investments 


(including £11,423,310 in British Govern- 
ment securities); and £6,985,700 by 
money at call and short notice. These 
items represent 72-54 per cent. of the 
deposits of £38,862,873. Two changes 
are made in the form of the balance 
sheet. Treasury bills are now included 
among bills discounted instead of with 
British Government securities, and the 
reserve fund is increased from £530,000 
to £850,000 by the inclusion of the 
former premises account of £310,000. 
Issued capital remains at £1,060,000. 


Mirrlees, Bickerton & Day 
Limited .—Net profit to March 31, 1940, 
£25,595 (against £23,672); ordinary 
dividend 6 per cent. (same) ; carry for- 
ward £8,287 (against £5,578). 





Contracts and Tenders 


The Venezuelan Government recently 
called for tenders for 40 special railway 
wagons for the transport of bananas. 


Standard Telephones & Cables Limited 
has opened a branch office at Temple 
Courts, Temple Row, Birmingham, 2, 
which will be under the management of 
the local representative of the company, 
Mr. J. Gilmour. 


The New Zealand Government spent 
£104,000 in Great Britain on Govern- 
ment contracts during June. Elec- 
trical goods and railway material 
formed the bulk’ of the purchases and 
most of the orders were placed in London 
and Lancashire. 

The Airscrew Co. Ltd. of Weybridge, 
Surrey, has transferred its sales depart- 
ment to Grosvenor Gardens House, 
S.W.1 (Telephone, Victoria 4527 ; tele- 
grams, Airscrew So’west London.) All 
enquiries for Airscrew fans and Jicwood 
products should be sent to this address. 
In spite of war conditions, it is stated, 
the Airscrew Company is making pro- 
gress in the development of ventilating 
and air conditioning fans for industrial 
purposes. 
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NOTES AND NEWS 


Railway Revenue Statements.— 
The Minister of Transport is making 
arrangements to publish half-vearly 
statements showing the receipts and 
the working expenses of the controlled 
railway companies. The first of these 
statements will be published towards 
the end of this month. 


The ** A.B.C. Railway Guide.’’— 
We understand that the selling price of 
the A.B.C. Railway Guide will be 
increased to 2s. 6d. with the September 
issue ; at present it is 2s. 


Leeds & District Section, Insti- 
tute of Transport.—The council of 
the Institute of Transport has sanctioned 
the change of the name of the Leeds & 
District Section to the Yorkshire 
Section. 

‘* Bradshaw.’’—With the August 
issue, the price of Bradshaw's Guide to 
the British Railways is being increased 
to 3s. The present price of 2s. 6d. was 
adopted on September 27, 1937. During 
the last war the traditional price of 6d. 
was increased to ls. in January, 1916 ; 
to Is. 6d. in April, 1918; and to 2s. in 
July, 1918. The last-named figure 
remained unchanged until 1937. 


Greenwood & Batley Limited.— 
At the annual meeting on July 12, 
Colonel H. A. Micklem, the Chairman, 
said that sales showed an increase of 
about 20 per cent. over those of the 
preceding year. The number of workers 
in the employ of the company had 
increased by upwards of 150 per cent. 
There had been no labour troubles and 
all had worked with hearty goodwill in 
contributing the quota to the national 
eftort. 


Spanish Handbook on British 
Industrial Practice.—The British 
Standards Institution is engaged on the 
compilation of a technical handbook 
in the Spanish language. The handbook 
will make known to prospective pur- 
chasers, especially in South America, 
what British industry has to offer. 
The British Council is lending full 
support to the effort, which has also 
been approved by a Committee of 
Direction under the Chairmanship of 
Dr. T. Swinden, of the United Steel 
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Companies Limited. The handbook 
will be the forerunner of other volumes 
dealing with individual industries and 
a supplement is also being prepared for 
purposes of publicity. Firms are invited 
to communicate with the B.S. Institu- 
tion at 28, Victoria Street, London, 
ook. 

Monthly Bulletin of the Rhodesia 
Railways.—We learn from the General 
Manager at Bulawayo, that in view of 
the existing depletion of staff, and as a 
measure to conserve paper, it has been 
decided to suspend the publication of 
the monthly bulletin of the Rhodesia 
Railways Limited during the continu- 
ance of hostilities. 

‘* Southern Railway Magazine.’’ 

-In view of the drastic reduction in 
the number of pages necessitated by 
paper rationing, the Southern Railway 
Magazine is to be published in future 
every two months instead of monthly 
as heretofore. The last monthly issue 
was dated June, 1940, and the next 
issue will be dated July—August. The 
price will remain the same, namely, 2d. 
(or 4d. for the insurance edition). 

Road Accidents in June.—The 
Ministry of Transport return of the 
number of persons reported to have 
died in Great Britain during June, 1940, 
as a result of road accidents, shows a 
total of 479. This compares with 449 in 
May and with 493 in June last year. 
Adult pedestrians killed in June, 1940, 
totalled 120, compared with 127 a year 
before. Of these accidents 84 occurred 
during the hours of darkness as com- 
pared with 36. The number of fatalities 
among motor cyclists rose from 87 to 91 
but for pillion passengers the figure was 
5 against 17. 

Trading with the Enemy : France 
and French Territories.—The Board 
of Trade gave public notice on July 10 
that the whole of French territory in 
Europe, including Corsica, Algeria, the 
French zone of Morocco, and Tunisia are 
enemy territories for the purpose of the 
Trading with the Enemy Act. It is 
accordingly a punishable offence to 
have commercial, financial or other 
intercourse or dealings with, or for the 
benefit of, any person resident, or 
carrying on business, in any of that 
territory or any body of persons carry- 








Irish Traffic Returns 





Totals for 27th Week 








Totals to Date 





1939 


Inc. or Dec. 









939 





| Inc. or Dec. 












£ £ | £ £ | £ | £ 
Belfast & C.D. pass. | 4,484 3,535 i+ 949 72,983 57,931 |+ 15,052 
(80 miles) goods 828 427 |+ 401 | 13,731 | 11,764 {+ 1,967 
total 5,312 3,962 |+ 1,350 | 86,714 69,695 |+ 17,019 

| | 

Great Northern pass. | 15,650 14,600 \+ 1,050 | 291,950 | 263,750 |+ 28,200 
(543 miles) goods | 11,250 | 7,950 |+ 3,300 322,900 | 272,650 | + 50,250 
total | 26,900 | 22,550 + 4,350 | 614,850 536,400-| + 78,450 
Great Southern pass. | 44,433 45,449 &S 1,016 | 788,024 883,447 ss 5,423 
(2,076 miles) goods | 47,840 43,043 + 4,797 | 1,201,377 1,099,321 + 102,056 
total | 92,273 88, 492 | > 3,781 | 2,079,401 1,982,768 |+ 96,633 
L.M.S R. (N.C.C.) pass. | 7,000 | 8,480 |— 1,480 134,110 | 107,740 |+ 26,370 
(271 miles) goods | 2,900 2,950 |— 50 | 95,430 79,570 |+ 15,860 
total 9,900 | 11,430 |— 1,530 229,540 | 187,310 |+ 42,230 


} ’ 
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ing on business in any place if and so 
long as the body is controlled by a 
person resident or carrying on busin«ss 
in that territory. Enquiries on this 
subject should be addressed to ihe 
Trading with the Enemy Branch, Alex- 
andra House, Kingsway, London, W.C.2. 
On July 9 the Board of Trade announced 
that an Order had been made, coming 
into force at once, under which all 
exports to Algeria, Tunisia, and the 
French zone of Morocco are prohibite:! 








British and. Irish Railway 
Stocks and Shares 





Prices 
% rr) 
ie | is 
Stocks “oor a July 
9 = 16, Rise/ 
1940 Fali 
| 
G.W.R. 
Cons. Ord. .. wl a 214 27 —24 
5% Con. Pref. 92 71 72 34 
5% Red. Pref. (1950) 98 83 89; —-I 
eb. ‘ | 91 100 +1 
1054 934 101¢ +3 
110 99 105+ +5 
121 10942 TNs -2 
ots... aan 54 59 +1 
5% Rt. Charge oe) ae 104 106 +2 
5°, Cons. Guar. ... Ill 964 1024 +2 
L.M.S.R. 
~ en 17 % oO 4 
4% _— (1923) ... 464 20 29 — 
4% Pre . 634 374 2 -I 
P Red. Pref. (1955) 83 584 624 -—2 
4% Deb. . 984 85 93 .'-2 
% Red. Deb. (1982) 109 1014 104 - 
44, ee. sen . 87% 73 78; ae 
L.N.E.R. 
5% Pref. Ord. ie 53 3s 2+ — 
Def. Ord... wwe 34 13 14 —4 
4% First Pref. one 38} 19 27 —! 
4% Second Pref. 15 73 9 —} 
8 Red. Pref. (1958) 55 38 40 
4% First Guar. vont ae 60 66+ - 
4% Second Guar. ... 68% 47 454 — 
3% __ Se w| fi = 63 —| 


% Deb. 
$02 Red. Deb. (1947) 10642 98 102 +2 
44°, Sinking Fund 1044 96 98} - 
Red. Deb 


SOUTHERN 
Pref. Ord. ... ot a 464 44 -3 
oe fag we oa 195 7 9 —}+ 
100 76 72 +34 
sf Red: Pref. (1964) 102% 94 894 —I 
© Guar. Pref. 1164 103 1024 = 
5% Red Guar. Pref. 1123 10244 1004 -- 
4% we aa on 91k 97 
% Deb. 1185 1094 1124 
— Deb. (1962— 106 98 974 —_— 
4%, Red. Deb. (1970- 102 96 974 
80) 
FORTH onal 
4% Deb. - 9H 81 87+ _ 
CMP. oes oe | 95 80 85+ 3 
L.P.T.B. 
a nn oe | 15 103 106 _— 
te! Gr «ws | San 1063 112 - 
ay “ T.F.A." coe | 105 10042 102 _ 
. ‘te Dl ooo | SITE 102 1044 _ 
ea ne: asa] ae 63% 30 — 





MERSEY 


PG. wo eee ove 4 
4% Perp. Deb. i 883 g9*  -—2 
3% Perp. Deb. Si 65+ 594* —I 
3% Perp. Pref. ee 494 544 — 
IRELAND 
— & Jus D. 
Ord. “ 6 3 4 Sa 
G. NORTHERN 
Ord. ... ov eos 5 24 4 a 
G. — 
Ord. ... eee bins 134 8 i — 
Pref. ... oe 1 ae 10 22% _- 
Guar. Pas -| 404 | 22 294 _— 
Ds. “eos ove oot BF | 523 _— 


* ex divideni 
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FFICIAL ADVERTISEMENTS _ intended for 
0 insertion on this page should be sent in 
> in the week as possible. The latest time 


as al Base ri ; 
iving official advertisements for this page 


for A ‘ 
for the current week’s issue is noon on Wednesday, 
All ertisements should be addressed to:—The 
Rai Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 
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OFFICIAL NOTICES 


TENDERS are invited for 3,500 feet 60-pound rails, 
British standard, with chairs, fish plates and 
bolts.—Replies to Box 475, 191, Gresham House, 
London, E.C.2. 


83 


Universal Directory of Railway Officials 
and Railway Year Book 
45th Annual Edition, 1939-40 
Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 








Questions in Parliament 


Accommodation at Lime Street 
Station, Liverpool 

Mr. D. G. Logan (Liverpool, Scotland 
—tLab.), on July 9, asked the Secretary 
of State for War whether he was aware 
that the Young Men’s Christian Asso- 
ciation had taken a suite of rooms in 
the North Western Hotel, Lime Street, 
Liverpool, as a canteen and hostel for 
men of His Majesty’s Services, and that 
the L.M.S.R. was charging £200 a year 
rental: and, in view of the need for 
this amenity for the troops, whether 
he would take steps to get this service 
free of rental. 

Mr. Anthony Eden (Secretary of 
State for War): The Young Men’s 
Christian Association is occupying part 
of the hotel as a canteen and hostel for 
men of His Majesty’s Forces, but the 
question of rent is not yet settled. 
The general question of rent for railway 
premises used for welfare purposes is 
now under discussion. 


Railway Guards 
Weapons 

Mr. F. S. Cocks (Broxtowe—Lab.), on 
July 11, asked the Minister of Transport 
whether he would take steps to supply 
railway guards with weapons of defence. 

Mr. Montague: No, Sir. Ifa railway- 
man in the course of his civilian duty 
observes enemy forces, his proper course 
is to report the fact as quickly as 
possible to the nearest signal box or 
station. 

Mr. Cocks: Is the Parliamentary 
Secretary aware that many of these 
trains pass through vulnerable areas 
and that the guards complain that the 
only thing with which they have to 
guard themselves is a lead pencil ? 
If they are held up, how can they 
report to the nearest signal box ? 

Mr. Montague: My hon. friend can 
be assured that all these considerations 
have been taken into account. 


and Defensive 


Accommodation in First Class 
Carriages 
Mr. G. Le M. Mander (Wolver- 


hampton East—Lib.), on July 11, asked 
the Minister of Transport if he would 
make arrangements with the main-line 
railway companies that vacant first- 
class seats, where all third class seats 
were occupied, should be made available 
for the wives of soldiers, sailors, and 
airmen as well as for the men, in view 
of the strong desire for this. 

Mr. F. Montague (Parliamentary 
Secretary to the Ministry of Trans- 
port) : I would remind the hon. member 
that the latitude given to the railway 
staff in this matter is contingent upon 
the train being seriously overcrowded. 


It applies to wives of soldiers, sailors, 
and airmen as to other members of the 
travelling public. 





Staff and Labour Matters 


Wages of Dockers 


Under an agreement concluded by 
the National Joint Council for Dock 
Labour, the daily wages of dockers on 
time rates were increased by 1s. as 
from July 8. The new minimum daily 
rates, on a half-daily basis, are now 
15s. for the greater ports and 14s. for 
the smaller ports. The increase applies 
also to permanent men whose wages 
are paid weekly and to pieceworkers. 


Electricity Supply Industry Wages 


The National Joint Council for the 
Electricity Supply Industry has agreed 
to an increase of $d. an hour in the 
wages of workpeople engaged in the 
industry, to operate as from July 4, 
1940. Workers employed in the elec- 
tricity supply industry received an in- 
crease of ?d. an hour in December last 
year, a further increase of $d. an hour 
in April this year, and the increase 
now granted brings the total increase 
since the war began to 1?d. an hour, or 
7s. a week. The increase now granted 
is to remain in force for six months. 


H.M. Dockyard Workers’ Wages 
An application made by the trade 
union side of the Shipbuilding Trade 
Joint Council for an advance of 8s. a 
week in the wages of fitters, turners, 
coppersmiths, and blacksmiths, em- 
ployed in H.M. Dockyards and other 
Admiralty establishments at home, has 
been rejected by the Industrial Court. 


N.U.R. Annual Conference 

The National Union of Railwaymen’s 
annual conference, which, as recorded 
in our issue of July 5, opened at More- 
cambe on July 1, was not curtailed on 
account of the war but continued its 
discussions for the full fortnight, which 
is the length of time usually taken 
by the conference in peacetime. Before 
terminating on July 12, the conference 
re-elected Mr. J. H. Potts as President 
of the union. 


Holidays in Wartime 

The Minister of Labour has made an 
order under which the season, within 
which workers employed in industries 
governed by trade boards and in the 
road haulage industry must be allowed 
holidays with pay, is prolonged until 
March 31, 1941. This is to enable the 
trade board industries and the road 
haulage industry, which have a statu- 


tory obligation to allow specified holi- 
days, to comply with the direction of 
the Minister of Labour to postpone, or 
so re-arrange, holidays that there shall 
be no interference with continuity of 
production or with the flow of trans- 
port. Where, by reason of the emer- 
gency, a whole week cannot be given 
at one time, the worker may be given 
his holiday in not ‘more than two 
spells, one of which must precede or 
follow his or her rest day. About 
1,500,000 workpeople are engaged in 
industries in which wages and other 
working conditions are determined by 
trade boards, and the road haulage 
industry normally employs about 
160,000 workpeople. 


Registration of Engineers 


Under an Order made by _ the 
Minister of Labour & National Ser- 
vice, which came into operation on 
July 15, the registration of professional 
engineers was made _ compulsory. 
Registration, which had to be made 
during the past week, was with the 
Central Register. The men affected 
are the following :— 

1. A person normally engaged in the 
engineering profession in a consultant, 
technical, or supervisory capacity in 
design, construction, manufacture, 
operation, or maintenance, and who 
has had a regular professional training 
in practice and in theory as an en- 
gineer in any of the following branches 
of engineering: Aeronautical; automo- 
bile; chemical; civil structural and 
municipal; electrical; gas; locomotive; 
or mechanical engineering. 

2. A production engineer, that is, a 
staff engineer who normally holds in 
any engineering works a position of 
authority involving responsibility for 
executive management or _ control, 
above the rank of foreman, of any 
technical function pertaining to pro- 
duction. 

3. An engineering scientist, that is, 
a person who has obtained an honours 
degree at any university in the British 
Empire, and who is normally engaged 
on research work in the engineering 
sciences at any such university or in 
research and development work in any 
industry or as a teacher of engineering 
science. 

Men whose names were on_ the 
Central Register were not required to 
register again. 








Forthcoming Meetings 
July 23 (Tues.)—Leopoldina Railway 
Co. Ltd. (Ordinary general), Win- 
chester House, Old Broad Street, E.C., 
at noon. 
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Although a firm undertone prevailed Western 5 per cent. preference has further stock has eased from 43} to 42}, and the 
in most sections of the Stock Exchange, advanced from 68} to 724, while the 1923 preference from 29} to 28}. On 
business has been- very limited, owing to guaranteed stock was higher at 103, com- the other hand, the guaranteed siock 
the imminence of the Supplementary pared with 1003, and the 4 per cent. further improved to 79. A decline ‘rom 
Budget, which is to be introduced next debentures remained around par. On the 95 to 92} was shown in the 4 per cent. 
Tuesday. Sentiment benefited from the other hand, the ordinary stock reacted debentures, and the 5 per cent. deven- 
firmness of British Funds, and elsewhere from 29 to 264. Southern 5 per cent. tures remained at 104. London Trins- 
home railway securities probably pro- preference continued to move closely with port ‘‘C’’ held the recent improvenient 
vided the best feature, although attention the equivalent Great Western stock, and to 30, and the 4} per cent. ‘‘A’”’ stock 
centred on the senior stocks, as it was on the week has also risen from 68} to made the higher price of 106}. 
realised that the more immediate trend 724. The guaranteed stock was 102, but There was again very little busines in 
in the junior issues is likely to be at 974 the 4 per cent. debentures showed foreign railway securities, and it was 
governed by the impression created by a fractional decline. Southern preferred, centred largely on debentures of the 
the interim statements on Friday of next which a week ago had rallied to 46, has Argentine companies, which made 
week. The City is now hopeful that an since gone back three points, and a sub- reduced prices. There seems little doubt 
ultra conservative policy will not be fol- stantial yield would, of course, be shown that leading Argentine railways will be 
lowed in respect of the interim decisions. on the basis of the full 5 per cent. divi- able to maintain the interest service on 
There is, of course, general confidence as dend. Southern deferred was quoted at the debentures, but Central Argentine 
to the security of dividends on the senior 9, in comparison with 93 a week ago. 5 per cent. debentures have been affected 
stocks, and prices for Southern and Great Among L.N.E.R. issues the first guar- by the traffic position, and the price has 
Western 5 per cent. preference issues have anteed held the recent fise to 66, and at been marked down sharply to 42, 
again shown good improvement’ on 45 the second guaranteed was also un- although very little selling appeared to be 
balance. Moreover, guaranteed stocks of changed on balance. Moreover, the first in evidence. B.A. Gt. Southern 4 per 
the L.M.S.R. and L.N.E.R. have held preference (263) was within half-a-point cent. debentures were also quoted at 42, 
recent gains. Various debentures were of the price ruling a week ago, as was while B.A. Western 4 per cents were 39, 
slightly lower on balance, in the absence the second preference, now around 9. and Argentine Great Western 5 per cents 
of further improvement in demand, but L.N.E.R. 3 per cent. debentures at 63, transferred around 24. Elsewhere, a fair 
little selling was reported, and in some and the 4 per cent. debentures at 83, number of dealings were recorded in 
instances these stocks remain in short were a point lower. <A fair amount of Indian railway stocks. Canadian Pacific 
supply in the market. activity was again reported in L.M.S.R. preference continued to attract attention 

In comparison with a week ago Great preference, but the 4 per cent. senior around 37. 














Traffic Table of Overseas and sbititenall Railways Publishing Weekly Returns 








“ 
Traffic for Week 3 Aggregate Traffcs to Date 
Miles 
Railways open — ES Totals on Son Sa ee. 3° rr) 
1939-40 & Inc.or Dec. 06 Increase or Stock in $3 > e 2s 
Total compared ; Decrease om ea zo Ze Bas 
this year with 1939 $ This Year Last Year =~ Sw a : ~—Z 
























£ £ £ £ £ 
( Ancofagasta (Chili) & Bolivia 834 7.7.40 12,300 — 1,250 27 500,740 351,060 + 149,680 Ord.Stk. 10% 4} 44 Nil 
| gg North Eastern... 753 6.7.40 ps. 191,300 + ps.18,300 {1 ps. 158,100 ps. 201,600 —ps. 43,500 = 4) 2 2 Nil 
| Bolivar .. ‘ ae 174 June 1940 3,930 — 720 26 24,580 24,950 — 370 6p.c.Deb. 7} 52 64 Nil 
| Brazil ... is _ — _ _ —_ —_ sons en Bonds. 53 45 6* Nil 
Buenos Ayres & Pacific ooo, 2,008 6.7.40 ps.1,155,000 —ps.105,000 t! ps. 1,023,000 ps. 1,525,000 —ps. 502,000 Ord. Stk. 5+ 2 2 Nil 
Buenos Aires Central ie 190 18.5.40 $86,100 |— $24,600 47 $4,441,700 $4,686,500 — $244,800 Mt. Deb. 14 8 134* Nil 
Buenos Ayres Gt. Southern 5,082 6.7.40 ps.2,259,000 +ps.171,000 {! ps. 1,980,000 ps. 2,331,000 —ps. 351,009 Ord. Stk. 13% 44 44 Nil 
Buenos Ayres Western oor} 0,900 6.7.40 ps. 629,000 — ps.83,000 {! ps. 561,000 ps 793,000 —ps. 232,000 Se 104 4 3+ Nil 
§ | Central Argentine... «. 3,700 6.7.40  ps.1,488,500 —ps. 709, 900 | ps. 1,248,050 ps. 2,347,250 —ps!,099,200 a Hig a 33 Nil 
- Do. Be = = — _ _ _ Dfd. < It 2 Nil 
z Cent. Uruguay o of M. Video... 972 6,7,40 18,269 + ~ 488 tl 15,248 19,582 - 4,334 Ord. Stk. 24 + 1 Nil 
aq |CostaRica.. ha 188 May 1940 22.121 — 1,348 40 158,217 200,680 — 42,463 Stk. 244 18 174 112 
— | Dorada ie — a 70 June 1940 12,900 — 900 26 72,000 80,600 — 8,600 I Mt.Db. 1044 102 100 6 
© | Entre Rios aie 810 6.7.40 ps. 270,300 —ps.17,200 <1 ps. 224,500 ps. 343,600 —ps. 119,100 Ord. Stk. 6 3 2 Nil 
<< Great Western of Brazil «» 1,016 6.7.40 9,000 + h 27 288,700 236,000 + 52,700 Ord. Sh. 3/- 1/24 * Nil 
5 | International of Cl. Amer. ... 794 May 1940 $497,519 — $18,755 22 $2,840,951 $2, 800, 927 + $40,024 — os as — _ 
ey | Interoceanic of Mexico ei — _ — _ _ _ _- Ist Pref. 7id. 74d. + Nil 
. | La Guaira & Caracas ... aie 22% June 1940 4,760 — 2,025 26 39,435 35,430 + 4,005 Stk. 7 6; 6+ Nil 
© | Leopoldina... ane ooo} 1,918 6.7.40 23,488 + 2,613 27 588,131 508,166 + 79,965 Ord. Stk. 2+ $ 1 Nil 
& | Mexican aan ona 483 14.6.40 ps. 279,500 —ps. 18,800 24 ps. 7,189,600 ps. 7,612,300 _—ps. 422,700 o lé 4 t Nil 
” | Midland of Uruguay ae mae 319 = Api. 1940 12, = + 6,073 44 106,712 89,923 + 16,789 a 2/- 4 + Nu 
Nitrate aiet <2 386 30.6.40 7,5 + 2,388 26 88,360 60,876 + 27,484 Ord. Sh. 2% it 13 7% 
Paraguay Central ee sil 274 6.7.40 $3,651 200 + $29,000 t! $2,967,000 $4,049,000 — $1,082,000 Pr.Li.Stk. 454 36 38 153 
Peruvian Corporation .. 1,059 June 1940 70,407 + 10,840 52 820,597 785,648 + 34,949 Pref. u * 2 Nil 
Salvador ‘a AS aes 100 25.5.40 ell ‘B10 ~ €3,340 48 €928,424 €985,939 — ¢57,515 Pr.Li.Db 194 16 15 Nil 
San Paulo aia oe pa 1534 7.7.40 40,000 + 5,08! 27 1,007,791 875,332 + 132,459 Ord. Stk 38 20 31+ 7H 
Taltal ... ‘i ae 160 May 1940 2,540 + 520 48 28,760 31,245 — 2,485 Ord. Sh 7 6/6 + 93 
United of Havana... oo} S200 6.7.40 18,458 + 2,519 tI 15,713 18,122 — 2,409 Ord. Stk 2 4 Nil 
( Uruguay Northern ... a 73 ~—=— Api. 1940 1,225 + 492 44 11,226 9,837 + 1,389 Deb. Stk. 2 2 2 Nil 
<> { Canadian National... «+» 23,695 7.7.40 945,199 + 295,411 27 23,681,509 18,186,094 + 5,495,415 == — _ _ _— 
4 : Canadian Northern po -- — -- -- = — a — 4p.c. Perp. Dbs. 743 60 724 5+ 
Py Grand Trunk a al -- -- = — — — _ — 4p.c.Gar.' 1004 76 1034 3% 
| Canadian Pacific an - 17,153 7.7.40 646,400 + 175,400 27 15,723,400 + 12,832,600 + 2,890,800 Ord. Stk. 7% 34 5+* Nil 
{ Assam Bengal . one wae] See 30.4.40 45,187 + 6,529 4 135,060 120,437 + 14,623 Ord. Sek. 764 60 723 45 
Barsi Light .. sl 20.5.40 3,810 + 638 =7 21,030 16,267 + 4,763 Ord.Sh. 564 504 424 8t 
+ | Bengal & North Western ... 2,091 June 1940 231,600 + 20,256 13 811,688 713,368 + 98,320 Ord. Stk. 277 2294 244 6". 
= | Bengal Dooars & Extension ... 161 20.5.40 3.501 + 962 7 18,661 12,662 |+ 5,999 we 91 844 215 3 
4 Bengal-Nagpur : ool 3,269 20.5.40 247,650 + 17,103 7 1,252,950 1,161,007 + 91,043 0 943 834 934 43 
Bombay, Baroda & Cl. “India. 2,986 30.6.40 245,175 + 33,075 13 2,610,900 2,347,650 + 263,250 je 108 1024 St 
Madras & Southern Mahratta 2,967 20.5.40 189,225 + 3,954 7 959,700 906,339 + 53,361! = 1044 92 984 7% 
| Rohilkund & Kumaon on 571 June 1940 58,050 + 9,246 13 192,915 151,792 + 41,123 - 280 8 = 263 25 
(South Indian ... . --- 2,5313% 20.5.40 121,425 (+ 7,685 7 598,652 589,624 + 9,028 en 1024 88 844 St 
(Beira ... ‘ sais -- 204 May 1940 81,516 — 34 582,096 _ —_ _— _ _ _ _ 
| Egyptian Delta an one 623 10.5.40 4,591 — 602 6 19,436 20,384 — 948  Prf. Sh. + | 4 i Nil 
«» | Kenya & Uganda ooo « 1,625 _ - _ - — — _ _ _— _ _ _ 
3 | Manila ... en — — — - -- — - B. Deb. 55 39 474 7% 
=< Midland of W. “Australia «» 277 = Mar. 1940 12,505 — 4,071 40 115,376 138,753 — 23,377 Inc. Deb. 914 87} 824 4G 
S | Nigerian 1“ --. 1,900 18.5.40 33,140 + 8,124 7 284,127 224,415 (+ 59,712 _ _ _ _ _ 
Rhodesia ae a «.. 2,442 May 1940 413,336 = 34 3,045,211 oo -_— _ _ _ - _ 
South Africa ... ak --. 13,287 22.6.40 687,432 + 22,990 12 7,779,855 7,525,074 + 254,781 a <= — — - 
\ Victoria 2 am --. 4,774 Mar. 1940 884,029 + 32,550 39 7,583,830 7,069,208 + 514,622 — — _ _ _ 
Note. Yields are basedon the approximate current prices and. are within 3 a fraction J iv Argentine traffics are now given in pesos 
* Quotation is of June 17, 1940 ; dealings subsequently prohibited t Receipts are — @ Is. 6d. to the rupee 


° t Aggregate receipts for 6 days, 1940/l and 8days, 1939/40 
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